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REDUCTIONS IN RATES 


The solution of the present freight rate situation— 
which is one of greater or less popular demand for a 
general reduction, in face of the impossibility of such 
a reduction until business revives, or operating costs 
are greatly reduced, or both—is in reducing at once 
rates that ought to be reduced, either because there is 
unfairness resulting from the destruction of rate rela- 
tionships or because a rate is so high as actually to 
interfere with the movement of business. And such 
rates are being reduced, as the Interstate Commerce 
Commission was able to convince President Harding, 
as the readers of this magazine ought to know, but as 
the general public does not seem to know. 


Rate reductions have been going on ever since the 
advance in August, 1920. Figuratively speaking, the 
ink was not dry on the tariff supplements making the 
increases before they were displaced by supplements 
making reductions. How many thousands of reductions 
have been made since then cannot be even estimated. 
Probably half a million tariffs have been filed in the 
nine months since the increases became operative. No 
one has ever tried to figure how many rates there are 
in the millions of tariffs on file with the Commission. 
It is safe, however, to assume that at least half a mil- 
lion rates have been reduced in the tariffs filed since 
August 26 last. 


However, a rate reduction, in a traffic man’s way 
of speaking, means a reduction involving a commodity 
moving in large volume over~a considerable area or 
over the whole country. To say that half a million 
tates have been cut since August 26 would be mislead- 
ing to the layman and ridiculous to a traffic man. But 
there have been serious reductions since August 26. 
Only a few, however, have been made on the theory 
that the rates were so high that they were stopping 


1285 


traffic. Practically all have been made to restore rela- 
tionships. 

Rates on alfalfa and alfalfa meal from Colorado, 
Utah, Idaho and Wyoming to Missouri and Mississippi 
River points have been reduced because last years crop 
was not moving. A typical reduction was 7.5 cents per 
100 pounds, which is a heavy cut. Some cuts were as 
high as 18 cents. For*the same reason reductions were 
made at the same time on blackstrap molasses and mo- 
lasses from beet sugar factories, from Gulf ports, do- 
mestic Louisiana and Texas sugar cane mills, and from 
beet factories to the same destinations. Some of those 
cuts were as high as 20 cents. For the same reason, the 
New Haven cut rates on sand, gravel and crushed rock. 
For the same reason, rates on feeder cattle from Texas 
to northern pastures were cut. The transcontinental 
carriers propose reductions on vegetables, apples and 
melons from the Pacific coast and intermediate points 
to destinations east of Chicago and the Mississippi 
River as a result of complaints of western growers and 
conferences between them and the carriers. These re- 
ductions are the only ones so far that may be taken as 
an admission by the railroads that rates were so high 
that they were stopping the movement of traffic. 

Other reductions have been made to restore rela- 
tionships so that either a particular railroad or group 
of roads could recapture the business it formerly had, 
or restore business to a group of shippers it formerly 
had been serving. Among the notable reductions, for 
one or the other reasons mentioned, are the following: 

Reductions in rates on wheat so as to give Kansas 
City and the Atlantic ports a better chance to handle 
some of the grain that had been diverted to Gulf ports 
by reason of the widening of the spread between the 
rival sets of ports. 

Establishment of a rate on grain from Kansas City 
to Chicago, via Twin Cities, 11 cents over the rate over 
the direct routes from Kansas City to Chicago. 

Reduction of 28 cents a ton on lake cargo coal to 
enable the northwestern dock operators and the eastern 
mines, from which they obtain coal, to meet the com- 
petition from the Illinois and Indiana mines. The re- 
duction was not made for the benefit of consumers in 
the northwest or the consumers on the banks of Lake 
Michigan. The users of coal on the east bank of that 
lake are threatening formal proceedings on the ground 
that the reduction gives to their competitors on the 
west bank of that lake, coal practically at the same 
price that it is delivered to users in Toledo, while they, 
although nearer the mines, must pay more. 
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To the Industrial Traffic Manager 


The ulf obile & orthern 
Serves fa am Uliport obile ew Orleans 


ITS SPECIALTY: Dependable Freight Service. 
ITS AMBITION: To serve you. 
ITS INVITATION: To try the route. 


IN RETURN: Courteous treatment, expedited 
service and a personal interest in your 
shipments from origin to.destination. 














“THE ROAD OF SERVICE” 
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The Cincinnati, Indianapolis & Western Railroad Co. 


With its connections 
“THE SHORT LINE FROM COAST TO COAST” 


The Cincinnati, Indianapolis & Western Railroad is the short line on traffic routing to and through Kansas City avoid- 
ing the larger terminals. 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and 
is a natural intermediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high 
class and condition assures efficient handling of traffic. 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Indianapolis, Rushville, 
Connersville, Hamilton, Cincinnati, and all points on its line and beyond these junctions in Central Freight Association and 
New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, Norfolk, Richmond and all Eastern, Southern and 
Southeastern points. 

Fast Freight Service in connection with all Fast Freight Lines Routes. 

J. A. SIMMONS, General Traffic Manager C. 1. & W. R. R. Building, Indianapolis, Ind. R. B. KINKAID, Assistant General Freight Agent 


For information as to Rates, Routes, Service; etc., ask any Railway Agent or address the C. I. & W. R. R. at any of the following points, where we have 
General Agents: 












Cc L & W. R. R. Building, Indianapolis, Ind. 201 Mercantile Building, Cincinnati, Ohio. 1210 Barclay Bldg., New York 
330 Reisch Building, Springfield, Ill. 337 Marquette Bldg., Chicago 728 Monadnock Bldg., San Fran Calif. 
894 Arcade Building, St. Louis, Mo. 312 Park Bldg., Pittsburgh, Pa. 509 Wesley-Roberts Bldg., Los Angeles, Calif. 

107 Railway Exchange, Kansas City, Mo. 41 Perter Bidg., Memphis, Tenn. 514 Colman Bldg., Seattle, Wash. 
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Seven cents was taken off the rates on lumber from 
the north Pacific coast to Chicago, to enable the lum- 
bermen in the far northwest and the transcontinental 
lines that serve them to compete with the southern yel- 
low pine more nearly on the basis of the spread in rates 
that existed before Ex Parte 74 rates became operative. 

Sulphur rates from Texas to eastern points were 
cut so as to enable Texas sulphur producers to com- 
pete with their Louisiana rivals. 

Rates on salt and copper from inter-mountain 
points to Pacific ports were cut to enable producers to 
avail themselves of routes through the Panama Canal 
and the Western Pacific to get revenue it would not 
otherwise obtain, because neither salt nor copper going 
eastward would give it as much revenue as going west- 
ward, even if Utah salt could move eastward for any 
considerable distance. 

Tin and terne plate rates from the eastern mills to 
the Pacific coast have been reduced to meet the com- 
petition through the canal. 

The transcontinental carriers have filed supple- 
ments reducing rates on sugar from the Pacific coast to 
all groups as far east as Chicago rate points, to move 
the crop of cane sugar refined on the coast and the beet 
crop from the inter-mountain country to the heavy con- 
suming centers. They are proposing to make lower 
rates on what, roughly speaking, are schedule C com- 
modities both east and westbound. They are also ask- 
ing fourth section permission to reduce rates on certain 
commodities—asphalt, barley, dried beans, canned 
goods, condensed milk, dried and evaporated fruits and 
rice—that move via rail and water from Pacific coast 
terminals to New York. 

These reductions have been or will be made be- 
cause the shippers and the carriers have conferred. The 
Commission has supervised the conferences to prevent 
panic among both carriers and shippers such as might 
easily be converted into a disastrous rate war, bad for 
both shipper and carrier. It supervised the reductions 
on export grain to prevent the creation of a situation 
that would constrain the lines serving the Gulf ports to 
retaliate. It supervised the lake cargo reductions, for 
what purpose has never been clearly shown. In regard 
to the reductions on alfalfa meal and hay and mo- 
lasses, it supervised them to the extent of going over 
the proposals and giving the carriers authority to make 
the reductions on less than statutory notice. The Com- 
mission was sounded with regard to short notice on 
Sugar reductions. It was not favorably inclined, so the 
transcontinental carriers had to file their supplement 
making reductions on statutory notice. 

All over the country there have been reductions on 
the heavy loading commodities such as sand, gravel, 
crushed rock, lumber and things of that kind to meet 
local situations. Mr. Chambers, in his testimony before 
the Senate committee, showed that the freight rate com- 
mittees had considered thousands of applications for re- 
adjustments that would re-establish old relationships. 

The outstanding fact is that the way to obtain re- 
ductions is to show the carriers the necessity therefor. 
Then if they will not act, the Commission will listen 
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to suggestions for a conference with a view to seeing 
whether reductions should not be made. Hundreds of 
formal complaints involving the increases made last 
August are on the files of the Commission going through 
the routine. They are founded on disagreements, as a 
rule, that continued even after conferences had been 
held. On them the formal judgment of the Commis- 
sion will have to be expressed. 

There is a general impression that there will be 
still farther reductions as a result of conferences be- 
tween shippers and carriers. Every day is creating new 
facts on which carriers can base action. It would seem 
that the Interstate Commerce Commission is handling 
the rate situation with diligence and intelligence, and 
that the matter can be safely left in its hands. 


PRESIDENT REA’S PLAN 


The plan suggested by President Rea, of the Penn- 
sylvania, to the Senate interstate commerce committee 
is, in brief, that the railroads be permitted to fund the 
amounts they owe the government and which are being 
considered by the latter an offset to claims against the 
government by the railroads, and that the amounts ow- 
ing the railroads by the government be paid in cash as 
rapidly as may be. The advantage, from a purely rail- 
road point of view, of this plan is that it would furnish 
ready money to the railroads, and they need it for the 
purchase of material and equipment and repair of roll- 
ing stock. The disadvantage is that it would make the 
government a partner in the railroad business to the 
extent that it would hold millions of railroad securities, 
and, generally speaking, it is a good idea to divorce gov- 
ernment and business—including the railroad business— 
as completely as possible. 

But we do not think that is a valid objection in 
this instance. The government, by taking over the rail- 
roads for war purposes, became somewhat more than 
a partner in the business, and, though it is desirable 
that the connection be entirely abolished as soon as 
possible, the condition which gives rise to the sugges- 
tion that the government accept railroad securities in 
settlement of obligations contracted under government 
operation, is one caused purely by that government op- 
eration and that it will take time to remove. The rail- 
roads are not responsible for it and are entitled to the 
utmost consideration in plans for curing it. If they 
themselves had raised the money which they now owe 
the government for capital expenditures, made under 
government operation, they would have had to borrow 
it on securities issued by them. It is unfair to expect 
them to make repayment, virtually in cash, at a time 
when they are unable to borrow advantageously. 

Moreover, the question is a wider one than the 
mere needs of the railroads or exact justice to them. 
President Harding and members of his administration 
are seeking ways in which to help business generally. 
Here is a way that business may be helped without 
doing injustice to anybody—without, indeed, doing any- 
thing other than what may, well be considered mere 


justice. If the railroads have this money they them- 


selves will be helped, and they are the second largest 
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industry in the country. They are not to be forgotten 
in plans to help “business.” By helping them in this 
way we help business generally by enabling the rail- 
roads to put their house in order against a time when 
a revival of business is likely to put a great strain on 
their present facilities, badly in need of repair and en- 
largement. We help business specifically by permit- 
ting the railroads greatly to increase their purchases of 
steel and other material. There is perhaps no one thing 
we could do that would cause a greater stimulus to 
business than to supply the railroads with ready money. 
If we can do it without loss or harm to anybody— 
especially when to do it is merely to help the railroads 
out of the hole into which government operation put 
them—why not do it? There may be good reasons, 
but we have not yet heard any. 


REVENUE TRAFFIC STATISTICS 


The Trafic World Washington Bureau 


Revenue traffic statistics for 173 class I steam roads, exclud- 
ing switching and terminal companies, for March, of this year, 
compared with March, 1920, show a decrease in revenue tons car- 
ried from 169,769,000 to 128,437,000; in revenue tons carried one 
mile from 32,910,000,000 to 23,962,000,000. Freight revenue de- 
creased from $324,346,479 to $319,804,932; the revenue per ton 
mile increased from 98.6 cents to $1.335; and the revenue per 
ton per road increased from $1.91 to $2.49. 

The figures for the three-month period ended with March 
show a decrease in the revenue tons carried as compared with 
1920, from 515,484,000 to 391,931,000; the revenue tons carried 
one mile decreased from 95,381,000,000 to 72,970,000,000. Freight 
revenue decreased from $933,598,957 to $925,897,144; the revenue 
per ton mile increased from 97.9 cents to $1.269, and revenue 
per ton per road increased from $1.81 to $2.36. 

The number of revenue passengers carried decreased from 
103,837,000 in March, 1920, to 90,867,000 in March, 1921; the 
revenue passengers carried one mile decreased from 3,533,000,000 
to 3,056,000,00. Passenger revenue increased, however, from $92,- 
328,890 to $97,020,097; the miles per passenger per road decreased 
from 34.02 to 33.63; the revenue per passenger mile increased 
from 2.613 cents to 3.175 cents, and the revenue passengers per 
car decreased from 18.95 to 16.19. 

In the three months’ period ended with March the revenue 
passengers carried fell from 293,351,000 to 268,104,000 in 1921 
as compared with 1920. The revenue passengers carried one mile 
decreased from 10,214,000,000 to 9,282,000,000; the passenger 
revenue increased from $266,291,239 to $290,281,543; the miles 
per passenger per road decreased slightly, from 34.82 to 34.62; 
the revenue per passenger mile increased from 2.607 cents to 3.127 
cents; and the revenue passengers per car decreased from 18.68 
to 16.66. 


RAILROAD REVENUES FOR APRIL 
The Trafic World Washington Bureau 


“The net operating income in April of the railroads of the 
United States totaled $20,201,000, or $1,494,000 less than it was 
in March, according to reports just transmitted to the Interstate 
Commerce Commission by the carriers,” the Association of Rail- 
way Executives said in a statement made public June 13. 

“On the basis of the tentative valuation fixed for rate-making 
purposes by the Commission under the transportation act, this 
would be at the annual rate of return of 2.18 per cent compared 
with 2.30 per cent in March. The carriers in April fell short 
$51,286,000, or approximately 64 per cent, of earning the amount 
contemplated by the act. The tabulations are based on reports 
received from 201 railroads, representing a total mileage of 235,- 
160 miles. 

“Comparison of the reports with those for March show that 
the railroads during April made still greater cuts in their operat- 
ing expenses, but that their operating revenues were also less. 
The ratio of operating expenses to revenues in April was 86.74 
per cent compared with 87.19 per cent in March. Reductions 
compared with April, 1920, in operating expenses we reported in 
all districts. 

“Reports show that the total operating revenues of the rail- 
roads of the country in April were $433,181,000, or an increase of 
7.7 per cent over those for the same month last year, while 
operating expenses were $375,752,000, or a decrease of 6.2 per 
cent under April, 1920. The net operating income was $29,201,- 
2 compared with an operating deficit of $23,767,000 in April, 
1920. 

“In considering comparisons with April last year, however, 
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consideration must be given to the fact that railroad operations 
were tied up that month by the switchmen’s outlaw strike. 

“During the eight months since Sept. 1, 1920, when the guar- 
anty period expired, the net operating income of the carriers has 
totaled $279,008,000, which would be at the annual rate of return 
of 2.41 per cent on the tentative valuation of the railroads. This 
sum, however, is $414,253,000 under the amount contemplated to 
be earned from the rates established by the commission. 

“On the basis of the net operating income for April, carriers 
in all districts as in previous months fell far short of earning a 
return of 5% or 6 per cent. In the eastern district the net oper- 
ating income was at the average annual rate of return of 2 per 
cent, in the Southern 3.41 per cent, and the Western 2.01 per cent. 

“Complete reports from the eastern district show that the 
total operating revenues of the carriers there was $196,768,000, 
or an increase of 15.5 per cent over that for April, 1920, while 
operating expenses were $170,785,000, or a decrease of 6.8 per 
cent compared with the same previous month. The net, operat- 
ing income was $13,126,000, as compared with an operating de- 
ficit of $24,057,000 in April last year. 

“With all roads reporting, the operating revenues for the 
Southern district were $72,161,000, or an increase of 2.7 per cent 
over those for April, 1920, while operating expenses were $62,- 
419,000, or a decrease of 2.8 per cent compared with one year ago. 
The net operating income was $5,562,000, or an increase of 79.5 
per cent, that for April last year being only $3,099,000. 

“The Western district reported operating revenues as $164,- 
252,000, or an increase of 1.6 per cent over April, 1920, and oper- 
ating expenses as $142,548,000, or a decrease of 6.8 per cent com- 
pared with April last year. The net operating income was $10,- 
513,000 compared with a deficit of $2,809,000 during the same 
month in 1920.” 


REVENUE FREIGHT LOADING 


The Trafic World Washington Burcau 


Loading of revenue freight totaled 787,237 cars in the week 
ended May 28, an increase of 18,907 cars over the preceding 
week, when the total was 768,330, according to compilations 
from carriers’ reports completed, June 14, by the car service 
division of the American Railway Association. In the corre- 
sponding weeks of 1920 and 1919 the loadings totaled 898,207 
and 763,761, respectively. 

The loading by districts for the week ended May 28 and 
the corresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 7,456 and 5,295; 
live stock, 2,723 and 2,652; coal, 45,801 and 50,718; coke, 1,151 
and 3,310; forest products, 5,840 and 7,922; ore, 2,596 and 6,530; 
merchandise, L. C. L., 56,358 and 24,928; miscellaneous, 69,248 
and 110,084; total, 1921, 190,673; 1920, 212,439; 1919, 172,408. 

Allegheny district: Grain and grain products, 2,893 and 
2,349; live stock, 2,981 and 3,031; coal, 51,443 and 50,563; coke, 
2,695 and 5,818; forest products, 2,418 and 3,443; ore, 6,996 and 
9,276; merchandise, L. C. L., 43,746 and 38,603; miscellaneous, 
49,6385 and 72,168; total, 1921, 162,807; 1920, 185,251; 1919, 157, 
312. 

Pocahontas district: Grain and grain products, 203 and 
141; live stock, 127 and 110; coal, 23,080 and 17,821; coke, 45 
and 592; forest products, 1,434 and 2,312; ore, 21 and 253; mer- 
chandise, L. C. L., 2,599 and 192; miscellaneous, 5,024 and 10,- 
064; total, 1921, 32,533; 1920, 31,485; 1919, 32,981. 

Southern district: : Grain and grain products, 4,862 and 
3,449; live stock, 1,794 and 2,010; coal, 20,424 and 21,221; coke, 
597 and 118; forest products, 14,840 and 18,507; ore, 758 and 
2,929; merchandise, L. C. L., 38,392 and 25,708; miscellaneous, 
32,583 and 51,545; total, 1921, 114,250; 1920, 125,487; 1919, 110,- 
714. 

Northwestern district: Grain and grain products, 10,942 and 
9,053; live stock, 7,183 and 7,981; coal, 4,644 and 7,837; coke, 
711 and 1,191; forest products, 13,831 and 16,594; ore, 16,965 and 
44,708; merchandise, L. C. L., 27,226 and 21,709; miscellaneous, 
31,631 and 42,729; total, 1921, 113,133; 1920, 151,802; 1919, 133,949. 

Central western district: Grain and grain products, 14,520 
and 8,737; live stock, 9,884 and 10,251; coal, 15,759 and 20,118; 
coke, 186 and 458; forest products, 4,798 and 6,167; ore, 557 and 
4,670; merchandise, L. C. L., 29,946 and 22,687; miscellaneous, 
34,637 and 48,475; total, 1921, 110,467; 1920, 121,563; 1919, 101,235. 

Southwestern district: Grain and grain products, 5,461 and 
4,014; live stock, 2,826 and 2,642; coal, 4,219 and 6,334; coke, 
220 and 193; forest products, 6,936 and 7,302; ore, 780 and 1,060; 
merchandise, L. C. L., 16,828 and 16,768; miscellaneous, 26,104 
and 31,867; total, 1921, 63,374; 1920, 70,180; 1919, 55,162. 

Total, all roads: Grain and grain products, 46,337 and 33,- 
038; live stock, 27,518 and 28,677; coal, 164,870 and 174,612; 
coke, 5,605 and 11,680; forest products, 50,277 and 62,247; ore, 
28,673 and 69,426; merchandise, L. C. L., 215,095 and 150,595; 
miscellaneous, 248,862 and 367,932; total, 1921, 787,237; 1920, 
898,207; 1919, 763,761. 

L. C. L. merchandise loading figures for 1921 and 1920 are 
not comparable, as some roads are not able to separate their 
L. C. L. and miscellaneous of 1920. Add merchandise and mis- 
cellaneous figures to get a fair comparison. 
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Current Topics 
in Washington 


Co-Operation for Fruit and Vegetable Producers.—Unexpected 
good may come out of the agitation that has been carried on 
against high freight rates by growers and sellers of fruits and 
vegetables. One of the thoughts suggested with regard to the 
facts brought out in Secretary Wallace’s market reporting pub- 
lication is that the shippers of fruits and vegetables need an 
organization that will tell each production area where the de- 
mand for given commodities is such as to warrant them send- 
ing certain quantities. The wide variations in price reported 
by Secretary Wallace as taking place at given points, within one 
week, suggest to those, who have given even superficial thought 
to the matter, that over large supplies were sent to them as 
goon as the shippers learned of the fairly high prices that were 
being paid there. Apparently everybody began shipping to the 
points where the prices were attractive, with the result that, be- 
fore the end of the week came, the price had gone down to such 
a point that there was nothing left for the shipper whose prod- 
ucts came last. 

The thought is distinct that there is no co-operation of any 
kind between either the commission merchants or the shippers to 
make an accurate estimate as to how much a given market will 
absorb. The result is an over-supply one week and: nothing the 
next. The sellers on commission, as soon as they have as much 
merchandise on hand as they think can be handled, naturally, 
it is believed, offer the surplus at prices that look ridiculous to 
the producers. Retailers, knowing the uncertainty of supplies, 
demand and receive as much for what has cost them practically 
nothing as they demand and receive for what they have paid top- 
notch prices. Their experience has shown them that the taste 
of the public is uncertain and that their risks of spoilage are 
large. 

The citrus fruit organizations, which keep their fingers close 
on the market pulse, it may be pointed out, have a simple task 
in comparison with the work that will be cut out for an organ- 
ization representing fruit and vegetable growers throughout the 
country. In the first place there are only two large citrus fruit- 
growing areas in the country, while there are dozens of fruit and 
vegetable growing districts. The citrus fruit organizations come 
into contact with the competition of deciduous fruits, but that, 
itis believed, is not as keen as that which results when Virginia 
cabbage meets Tennessee cabbage in Cleveland, or when straw- 





berries from Florida and Louisiana clash at Pittsburgh. Each 


large vegetable district appears to have a selling and traffic 
organization to look after its interests, yet there is no central 
organization to co-ordinate the distribution in such a way as to 
prevent the disastrous gluts that harm the growers, but do the 
consumers no good, resulting only in the throwing of bricks at 
the transportation companies when they are in no better condi- 
tion than the growers to withstand the financial stress. 

The department of agriculture has a bureau of markets that 
collects information, but it does not appear to have been able to 
devise a system that will result in a steady supply at prices that 
will be reasonable for the grower, the seller and the consumer. 
At times it has been attacked as if it were functioning to force 
artificial increases in prices, which would be against the in- 
terests of the consumers if the price were created by keeping 
supplies from coming to an insufficiently stocked market. 


Hoover and the Federal Trade Commission.—In a speech to 
wholesale grocers recently, delivered in Chicago, Chairman Hous- 
ton Thompson of the Federal Trade Commission seemed to voice 
a fear, on the part of at least some of those composing that 
organization, that the plans of Secretary Hoover of the depart- 
ment of commerce contemplate the swallowing, by that depart- 
ment, of the trade commission. The head of the body that has 
the distinction of probably having a larger amount of disap- 
Proval by the business element of the country than any other, 
made fun of Hoover’s suggestions that the business man is en- 
titled to know in advance whether a plan he has for doing busi- 
hess will be deemed a violation of law. Thompson suggested 
that a governmental body that would assume to give out opinions 
on moot questions would be a fit subject for lunacy inquiry. As 
to production statistics, Mr. Thompson suggested that the trade 
commission tried to obtain them long before Mr. Hoover emerged 
from the obscurity that was his prior to his appointment as food 
administrator, but that the wicked coal operators had interfered 
with its plans by going to court for an injunction. 

As to standardization, he suggested that the English had 
been advocating that for a long time. 

The amusing part of the matter is that Hoover never claimed 
to be the author of the three ideas put forth. His suggestion 
was that they would be good ideas to adopt. His thought is, not 
Standardization, but a reduction in the number of standard sizes, 
80 there will not be the waste of raw materials represented by 
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the stock that must be carried to enable a man to say he has 
all sizes of, for instance, automobile tires. All automobile tires 
are of standard sizes, but the point that Hoover has made is that 
there are too many standard sizes. Americans were pioneers in 
standardization, but Hoover thinks that made too many stand- 
ards. The British have not carried standardization to anywhere 
near the point Americans had attained before they started. 





President Harding Economizes on Rent.—In other days, prob- 
ably more so than now, pious men, when on the eve of under- 
taking something hazardous or of extraordinary difficulty, asked 
for the prayers of the congregation. President Harding long 
ago said he intended reorganizing the departments of the gov- 
ernment and to that end has had Walter Brown of Toledo come 
to Washington to make plans. Usually talk about reform in 
the governmental departments in Washington is taken with more 
than a due allowance for the enthusiasm of the reformer. How- 
ever, as soon as Washingtonians are convinced that the reformer 
is not merely talking for the benefit of Buncombe county, there 
is a great ado. Opposition to the President, senator or repre- 
sentative who proposes changes is organized. 

President Harding has discovered that bureau chiefs are 
human and that, although they are forbidden to communicate 
either directly or indirectly with congressmen, they find ways 
to fight. Therefore, he has served notice on them that the man 
who opposes reorganization will lose his official head, because, in 
the President’s estimation, it is more important that the gov- 
ernment’s organization shall be made compact and efficient than 
that a particular man or set of men shall be retained in the gov- 
ernment service. After a while it may be necessary to ask for 
prayers. 

Reforming the government service in Washington is not a 
mere before-breakfast job in comparison with the cleaning of 
the Augean stables. The late Nelson W. Aldrich, who was an 
able business man as well as a senator whose person was a shin- 
ing mark for the uplifters, once estimated that, even before 
President Wilson duplicated all the existing duplications of 
duplications, that a busines man could save $300,000,000 a year by 
a proper reorganization of the departments in Washington. Ald- 
rich, however, was too busy managing the Senate in those days 
to undertake the saving of money. 


President Harding, however, has made one big step in the 
direction of reform by ordering all departments to quit rented 
quarters and get into government-owned structures. That has 
been accomplished because the government, as a tenant, reserves 
the right to give up a rented building on one month’s notice. 
The order has driven the Shipping Board from the old quarters 
of the Interstate Commerce Commission, in the heart of the re- 
tail business district, to the out-of-the-way structure in which 
Josephus Daniels put the navy department. 

The order may require the Interstate Commerce Commis- 
sion to find quarters in a government-owned building, although 
where space enough for it is to be found is a large question. But 
it could be done. The only question is whether the President 
has such a degree of control over a branch of the legislative part 
of the government as to make an order of his operative against 
it. ; 





Transferring Some of the Commission’s Work.—The possi- 
bility of the Commission being asked to give up its rented quart- 
ers serves also to remind one that Secretary Hoover, in the 
course of his talks with newspaper correspondents, has suggested 
a reorganization that would have the effect of transferring the 
administrative functions of the Commission to the department of 
commerce, over which he presides. No one has defined what 
are the administrative duties of the Commission, or what are the 
judicial functions which he would leave in the hands of the 
Commission. 


Transfer of the administration of the safety appliance, boiler 
inspection, and other laws of that kind, it is admitted, would not 
interfere at all, in any way, with the Commission’s enforcement 
of the rate regulative and valuation parts of the interstate com- 
merce law. The valuation work might be transferred without 
interfering with the chief part of the Commission’s work. There 
would probably be no objection on the part of those who think 
the influence of shippers caused the Commission to be created 
and kept alive. 

It is believed, however, that if Secretary Hoover tried to take 
anything else from the Commission there would be opposition 
from elements that would not be at all awed by the thought 
that they were going contrary to the wishes of President Hard- 
ing. They were not awed by the hostility of President Wilson, 
as embodied in the Railroad Administration, when it was deemed 
wise to terminate federal control. There is not one hundredth 
part of the opposition to any of President Harding’s plans as 
there was to the McAdoo plan to continue federal control, which, 
presumably, had the approval of President Wilson. But, even 
when the Commission does not appear to be in high favor with 
a considerable element of shippers, the dislike never runs to 
the point of a suggestion that it should have its wings clipped. 
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What Constitutes a Confiscatory Rate?—The point made by 
the Fernwood, Columbia & Gulf, that a majority of the com- 
missioners did not vote for the decision made against it in the 
Swift Lumber case, apparently, has not made as much of an im- 
pression as its suggestion that the decision deprives it of its 
constitutional right to charge rates high enough to lay aside a re- 
serve that will make whole those who invested their money in it, 
when the road must be scrapped because there is no more timber 
to be hauled. In support of that contention it cited a recent de- 
cision by the supreme court of Oregon, laying it down as funda- 
mental that a corporation that devotes its property to a public 
use is entitled, as a matter of right, to rates high enough to 
enable it to amortize its capital expenditure in the period in 
which the utility reasonably may expect to do business. The 
Oregon court said that rates not high enough to enable the cor- 
poration to do that did not meet the constitutional a 
against confiscation. 

The Fernwood road’s application for further argument on 
the matter is based on the assumption that the Commissioners 
did not fully appreciate the fundamental character of the deci- 
sion they were making when they said it was discriminating 
against shippers on its line when it declned to extend the yellow 
pine blanket to points on its rails. Denial of that application, if 
made, will be warrant for the company going into court to test 
the legality of the Commission’s decision. Application for re- 
hearing is a necessary formality, because until the Commission 
has been given an opportunity to retrace steps claimed to be 
unsound, no court can know that it is dealing with substance 
and not shadow. A: Bi. 7. 


TIME FOR FILING CLAIMS 
The Trafic World Washington Bureau 


Objection by Senator La Follette of Wisconsin to use of the 
word “may” instead of “shall” in the bill amending section 206 
(c) of the transportation act so as to extend the time for the 
filing of overcharge claims originating during the period of fed- 
eral control resulted in the Senate substituting “shall” for “may” 
before the bill was passed June 10 (see Traffic World, June 11, 
p. 1274). 

As passed by the Senate the bill (S621) provides that com- 
plaints in respect of overcharges above the legal tariff charge 
shall be filed with the Commission within two years after the 
termination of federal control against the agent designated by 
the President under subdivision (a) of section 206. Passage of 
the bill by the House is expected shortly. 

As reported by the committee, the word “may” was used in 
connection with the filing of the claims with the Commission, 
but as it was originally introduced the word “shall” was used. 

“As proposed to be amended,” said Senator La Follette, ‘“‘the 
bill would give them (shippers) the privilege of presenting their 
claims within a year, while as the bill was originally drawn it 
requires them to present them within a year. And it seems to 
me they should be required to present them within the year; 
that there should be a time limit absolutely fixed within which 
they must present their claims. Otherwise such claims would 
be stringing along indefinitely.” 

Senator Kellogg, who had charge of the bill for the com- 
mittee, said he had no objection to the use of “shall” instead of 
“may.” 

Senator Brandegee said at first glance he had the same idea 
in mind as expressed by Senator La Follette, but that after a 
little more thought he concluded the word “may” was really 
more in the interest of the government than the word “shall,” 
because if “may” were used it would not be mandatory on the 
shippers to file their claims. 

“If a man does not want to file a claim,” said he, “he should 
not be compelled to file it. It seems to me that the word ‘may’ 
is the better word, for it simply permits shippers within a year 
to file their claims, if they wish to do so. I am not satisfied 
that in effect there would be any difference at all, no matter 
which word shall be used, and really I do not intend to insist 
upon one or the other, but it struck me that the word ‘may’ 
was better adapted to accomplish the purpose and to permit 
shippers to file their claims within a year.” 

The dispute over the word “may” was settled by Senator 
Kellogg moving that the word “shall” be substituted, and that 
was done. 

Senator Kellogg explained the purpose of the bill as follows: 

“When the railroad act was passed and the railroads were 
turned back to private ownership the law provided that any 
claims by shippers growing out of unjust, unreasonable, or dis- 
criminatory rates, or rates which were otherwise in violation of 
law, were to be presented to the Interstate Commerce Commis- 
sion within one year from the passage of the act. That would 
be one year from the first of March, 1920. Freight shippers who 
had been overcharged—that is, charged more than the legal tariff 
rates—through mistake or in some other way, did not understand 
that claims for overcharges came within the meaning of the 
statute, and they presented such claims directly to the Director- 
General of Railroads to have them settled, as Congress had au- 
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thorized they should be settled, by the agent of the federal goy. 
ernment, the Director-General. 

“The Director-General, however, ruled that the claims must 
be presented to the Interstate Commerce Commission, and jt 
being too late to so present them, he transmitted all the claims 
which had come to him to the Interstate Commerce Commission, 
and the shippers were left in the lurch. Since that time, it js 
fair to say, the Director-General is considering such claims, but 
it still remains a question of doubt whether they must not be 
presented to the Interstate Commerce Commission within the 

ear. 

“The bill simply provides an additional extension of a year 
to shippers as to claims in respect to overcharges on the tariffs, 
That is all there is of the bill. The Interstate Commerce Com. 
mission and the Director-General of Railroads have recommended 
the bill, and all the shippers’ associations have asked that it be 
passed.” 

Senator Fletcher of Florida, who introduced the bill, said 
there might be some question as to whether the bill as passed 
was “full enough to cover all claims for damages, but, in view 
of the construction now placed upon the act and in view of the 
practice of the Interstate Commerce Commission up to this time, 
I am inclined to think that the bill, as amended by the com. 
mittee and as recommended by the chairman of the Interstate 
Commerce Commission, will take care of proper claims that 
ought to be presented and allowed.” 

In his letter to the committee relative to the bill, Chairman 
Clark stated specifically that it should be limited to “straight 
overcharge claims” and the committee drafted the bill to confine 
the extension of time to claims “in respect of overcharges above 
the legal tariff charge.” 

“We do not think that such extension should be made as to 
claims of a different character,” said Canteman Clark in his 
letter. 


NUMBER OF RAILROAD EMPLOYES 
The Trafic World Washington Bureau 


“Reports received by the Bureau of Railway Economics 
from 175 class I railroads throughout the country show that 
during the first three months of this year those carriers reduced 
the number of their employes by about 225,000, or approximately 
13 per cent,” the Association of Railway Executives has an- 
nounced. Compared with the first quarter in 1920, the reduc- 
tion was about 15 per cent. 

“In taking this action, which has resulted from the necessity 
of cutting operating expenses, owing to the slump in traffic and 
decline in revenue, the carriers have not only reduced their 
operating forces but have also been compelled to reduce the 
personnel of their repair shops. Much of the work which has 
been stopped as a result of the forced retrenchment, however, 
will have to be resumed as soon as the earnings of the railroads 
will permit. 

“The number of persons employed by the 175 railroads by 
months during the first quarter follow: 

Decrease 1921 


1921 1920 under 1920 
NO on ccd ace seman 1,734,675 1,893,185 8.37 per cent 
eT TT eee 1,592,338 1,867,622 14.97 per cent 
BE: | Stn driesnwkonnseaae 1,509,597 1 "888, 068 20.05 per cent 
pe erare rere 1,604,713 1, 887,229 14.97 per cent 


“Reports show that the total compensation paid by the 175 
railroads during the first quarter in 1921 was $717,425,173, com- 
pared with $754,653,744 (before wages were increased), or a 
decrease of 4.93 per cent. 

“Even at the reduced total for the first quarter the rail- 
roads’ wage bill is at the rate of $2,870, 000, 000 a year, as com- 
pared to $1,739,000,000 in 1917.” 


CAR SURPLUS AND SHORTAGE 
The Trafic World Washington Bureau 


The number of surplus cars in the period June 1 to 8 totaled 
389,526 as compared with 394,040 in the preceding week, accord- 
ing to compilations made from carriers’ reports by the car serv- 
ice division of the American Railway Association. ; 

The surplus was made up of the following classes of equip 
ment: Box, 147,656; ventilated box, 2,128; auto and furniture, 
9,607; flat, 15,481; gondola, 115,778; hopper, 46,257; all coal, 162,- 
035; coke, 10,150; S. D. stock, 20, 108; Dp. -B. stock, 1,838; refrig- 
erator, 14,581; tank, 774; miscellaneous, 5,168. 

The shortage was 449 cars, made up of 328 box cars, 12 flat 
cars, 40 gondolas, 26 hoppers, 16 S. D. stock cars, 12 D. D. stock 
cars and 15 refrigerators. 


N. & ST. L. NOTES AND BONDS 


By an order in finance docket No. 1274, the Commission has 
authorized the Norwood & St. Lawrence Railroad Company t? 
sell or issue, in exchange for outstanding promissory notes, 
$199,000 of first mortgage 5 per cent gold bonds on a basis of 
not less than 81 per cent of par and accrued interest, and to 
issue promissory notes of $16,969.50 in connection with the pro- 
curement of a locomotive. 








June 


——= 
a 


I 


RA’ 
A 
points 
not Wl 
Comm 
a TF. 
EC. ¢ 
It 
oils V 
cents 
to Au 
for th 
over : 
71” 
ee 
rates 
crude 
Contir 
as a 
lower 
ford 
fined 
refine 
to Ch 
main 
cago } 
as to 
rates 
before 
indica 


NV 


A 
No. 1 
No. 6: 
lawfu 
per V 
value 
ploye: 
not b 

i 
defen 
comp) 
be av 
The f 
of op 
to me 
rates 
such | 
unifo! 
ing s] 
age, ; 
shipp 
sence 
such 

T 
and d 
visior 

T 
expre 
of ear 
its sl 
said, 
qualit 
that : 
they 
pose. 
of sh 
The « 
be de 
migh 
wayb 
trans 
theft 
more 


ing 





sOV- 


ust 
| it 
ims 
ion, 
t is 
but 


the 


ear 
ffs, 
om- 
led 


aid 
sed 
ew 
the 
ne, 
ym- 
ate 
hat 


jan 
zht 
ine 
ve 


his 


eau 
ics 
lat 
ed 
sly 
in- 
Cc- 


air 





June 18, 1921 


THE TRAFFIC WORLD 








1291 


Decisions of Interstate Commerce Commission 


RATES ON REFINED PETROLEUM OIL 


A finding that the rates on petroleum oils, refined, from 
points of origin in Oklahoma and Kansas to Rockford, IIl., are 
not unreasonable or unduly prejudicial has been made by the 
Commission in No. 11371, Emerson-Brantingham Co. et al. vs. 
A. T. & S. F., Director-General, et al., opinion No. 6900, 62 
1. C. C. 18-21. : 

It has further held that the rates on crude, fuel and gas 
oils were unreasonable to the extent that they exceeded 22 
cents prior to January 1, 1918, 26.5 cents from January 1, 1918, 
to August 25, 1920, “and since that date have been, are, and 
for the future will be, unreasonable to the extent of their excess 
over 26.5 cents, subject to the increase authorized in Ex Parte 
"? 

The complaint raised the question of the relationship of 
rates on the higher grades of refined petroleum and those on 
crude and the lower grades of refined or residual oils. In Mid: 
Continent Oil Rates, 36 I. C. C. 109, the Commission held that 
as a rule rates on crude, fuel and gas oils should be 5 cents 
lower than on refined oils. Complainants contended that Rock- 
ford should be accorded the same rates as Chicago, 29.5 on re- 
fined and 24.5 on the lower grades. The rate to Rockford on 
refined oil, under attack, was 31.5 cents. That rate, higher than 
to Chicago, was put in because Rockford is not reached by the 
main lines of the carriers operating direct routes between Chi- 
cago and the southwest, and will not be disturbed: by the finding 
as to the rates for the future on the lower grade oil. The lower 
rates on the residual oils and crude are to be established on or 
before September 10. Reparation is to be made on the basis 
indicated. 


MARKING OF EXPRESS PACKAGES 


A nominal victory has been achieved by the complainant in 
No. 11409, Viscose Co. vs. American Railway Express, opinion 
No. 6905, 62 I. C. C. 32-35. The Commission condemned as un- 
lawful the practice of the express company of requiring a ship- 
per who desired to use rates based on values to mark that 
value on the package. That practice was enjoined upon em- 
ployes of the express company by the book of rules which had 
not been filed with the Commission. 

In disposing of the case, the first division said that “clearly, 
defendant’s rules and practice herein assailed limit, and, in fact, 
completely nullify the application of rates which otherwise would 
be available to complainant under defendant’s published tariff. 
The facts of record seem to show that it would be in the interest 
of operating efficiency and not unreasonable to require shippers 
to mark the value on packages when shipments are subject to 
rates based on valuation, but if the defendant desires to enforce 
such a regulation, it should be plainly stated in its schedules and 
uniformly observed. We find that defendant’s action in requir- 
ing shippers to mark the value of their shipments on the pack- 
age, and in refusing to accept shipments unless so marked by 
shippers, was, and for the future will be unlawful in the ab- 
sence of proper provisions in defendant’s schedules authorizing 
such action.” 

The order of the Commission requires the carrier to cease 
and desist on or before August 10, in the absence of proper pro- 
vision in its schedules. 

This shipper of artificial silk was willing to furnish to the 
express company a duplicate receipt showing the total value 
of each shipment and other pertinent information. The value of 
its shipments and prices made its customers, the Commission 
said, vary according to the season of the year, the quantity and 
quality shipped and other circumstances. The Commission said 
that if shippers object to showing the value of their shipments 
they may use a code which defendant has adopted for that pur- 
Pose. As early as 1866 express companies required the value 
of shipments, if exceeding $50, to be marked on the package. 
The express company said that the cancellation of the rule would 
be detrimental to efficiency in the handling of its business and 
might result in the application of improper charges where the 
waybills covering collect shipments were lost or mutilated in 
transit, and that enforcement of the rule is a safeguard against 
theft and pilferage, as shipments of high value are _ given 
more than ordinary care while in transit. 


RULES FOR RESHIPPING COTTON 


The Commission has dismissed No. 11678, Millsaps Cotton 
Co. vs. V. S. & P., Director-General, as agent, opinion No. 6902, 
62 I. C. C. 26-7, holding that the rules and regulations govern- 
Ing concentration, compression and reshipment of cotton at 
Monroe, West Monroe and Ruston, La., are not unreasonable or 





otherwise unlawful. The regulations under assault require that 
the original paid freight bills covering the inbound movement 
of the. uncompressed cotton to the compress point be surrendered 
at the time the compressed cotton is reshipped, “as evidence 
that such cotton is entitled to reshipment; that the point and 
date of original shipment be shown on the face of the outbound 
bill of lading; and that the railroad agent cancel and retain 
the original expense bills surrendered and endorse thereon the 
number and date of the waybill covering the outbound ship- 
ment.” 

The Millsaps Co. contended that compliance with these regu- 
lations was burdensome and difficult for the reason that the 
reshipper or his agent often was compelled to wait at the freight 
station a considerable time in some instances more than an 
hour for the agent to perform the clerical work incident to the 
readjustment of the freight charges. At Vicksburg, where the 
same rules are in effect, the practice is to send outbound bills 
of lading and inbound freight bills to the freight station by 
messenger and to call for the signed bills of lading and refund, . 
if any, at another time. y 

The Commission held that the mere fact that rules and 
regulations may result in some inconvenience to shipper, does 
not warrant a finding that they are unreasonable or otherwise 
unlawful. 


RATES ON PIG IRON, 8. E. TO UTAH 


In I. and S. No. 1299, Pig Iron from Southeastern Points 
to Utah, opinion No. 6896, 62 I. C. C. 7-8, the Commission has 
held that the proposed increased rates on pig iron from south- 
eastern points to Utah common points were not justified, and 
has ordered the suspended schedules canceled on or before July 
19. 

By schedules filed to become effective February 20, 1921, the 
carriers proposed to increase the rates on pig iron from produc- 
ing points in certain southern states, particularly Alabama and 
Tennessee to Utah common points. Upon protest of receivers 
of pig iron in Utah, the tariffs were suspended until July 20. 

For a number of years, the Commission said, prior to March 
1, 1916, it was the practice of the carriers to publish the lowest 
combination based on a Mississippi River crossing or other rate- 
breaking point, as joint rates from Birmingham and other points 
of origin to Utah common points. This method of constructing 
rates was abandoned on that date, when, in compliance with 
fourth section order No. 124, as amended by ofder of April 30, 
1915, the rate from Birmingham to Salt Lake City was reduced 
from $12.08 to $11, the rate then in effect from Birmingham 
to Spokane, Wash. 

In justification of the proposed rates, the carriers testified 
that they desired to restore the old method of publication of 
combinations as joint rates. In support of their contention that 
the ton-mile earnings of 9.24 mills on the proposed rate from 
Birmingham to Salt Lake City was not too high, they compared 
it with the $1 rate per hundred pounds in effect from Birming- 
ham to Spokane, Butte, Portland, Ore., Phoenix, Ariz., San 
Francisco and Los Angeles ranging from 7.47 mills to Portland 
to 10.53 mills to Phoenix. The Commission disposed of that 
argument by remarking that there was ng evidence of a move- 
ment from Birmingham at the $1 rate. 

The protestants pointed to a decrease in the volume of their. 
shipments which they said was due to increases in the rates and 
the use in consequence of scrap iron acquired locally. They 
stressed the fact that Spokane has rates of $13.335 from Duluth 
and $18.37 from Memphis, in which some of the respondents 
participated. The ton-mile on the rates from Duluth and Mem- 
phis, the report showed, are lower than the ton-mile for the . 
longer haul from Birmingham to Salt Lake City. 


STATUS OF INDUSTRIAL ROAD 


The Commission in a report on the status of the Wyandotte 
Southern as a part of its continued story in No. 4181, second 
industrial railways case, and I. and S. No. 414, cancellation of 
rates in connection with small lines by carriers in official classi- 
fication territory, opinion No. 6894, 61 I. C. C., 756-60, with Com- 
missioner Eastman dissenting, has held that the Wyandotte 
Southern, owned by the Pennsylvania Salt Manufacturing Co., is 
a common carrier which may lawfully participate in joint rates 
with other common carriers or have its charges on interstate 
shipments absorbed by the carriers having the line haul. As in 
other cases of like character, the Commission has said that its 
compensation must not be more than reasonable. To the end 


that the Commission may have an opportunity to judge whether 
the compensation proposed by the line haul carriers would be no 
more than reasonable, a complete and specific statement of any 
basis agreed upon for compensation must be filed with the Com- 
mission immediately upon its adoption, 
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The Wyandotte Southern owns a railroad in Wyandotte, 
Mich., consisting of one mile of main track and 3.25 miles of spur 
track and sidings. In addition, it leases 1.25 miles of yard tracks 
from the proprietary salt company. Practically all the tracks 
except the one mile of main track, the Commission’s report says, 
are located in and around the various buildings comprising the 
plant of the salt company. The main line was formerly owned by 
the Michigan Central, which from 1901 to 1908 switched all cars 
to and from the industries located thereon. The Wyandotte 
Southern files tariffs and annual reports with the Commission 
and is operated independently of the controlling interest. 

The road performs common carrier service for two industries 
neither of which is connected directly or indirectly with the con- 
trolling industry. There is considerable land, the report says, 
between the Wyandotte Southern and the connecting trunk lines 
upon which industrial plants may be built. The Wyandotte 
Southern formerly had two team tracks from which 10 cars of 
freight were handled in 1918. The present practice is to place 
a car for team track delivery upon the siding most convenient 
for the shipper or consignee. 


RAILROAD NOT COMMON CARRIER 


The Wyandotte Terminal Railroad Co., at Wyandotte, Mich., 
controlled by the Michigan Alkali Co., according to a report in 
No. 4181, second industrial railways case and I. and S. 414, cancel- 
lation of rates in connection with small lines by carriers in 
official classification territory, opinion No. 6895, 62 I. C. C., 1-6, is 
not a common carrier subject to the interstate commerce act. 

All the shippers served by it are affiliated with the terminal 
railroad company, so that in the estimation ef the Commission 
it is not a common carrier. That opinion, however, does not run 
to the extent of precluding the payment by trunk lines to the 
terminal under section 15 for the performance by it of any part of 
the service customarily included in the interstate line haul rate 
in the Detroit district which the trunk lines do not elect to do 
for themselves. 

In this case, the terminal company sought to have its present 
allowance of $2 per car increased to $3.50 per loaded car. In sup- 
port of a contention that that would be a reasonable allowance, it 
submitted cost data purporting te show that the cost per loaded 
car increased from $1.441 in 1914 to $2.747 in 1918. 

The Commission said that the data were not sufficient to 
justify it approving an increase in the allowance to $3.50 per 
car. It indicated that the trunk lines might elect to perform 
this service and, therefore, that it would not be warranted in 
making an allowance. 


RATE ON WET PHOSPHATE ROCK 


An increase of more than 200 per cent in the rates on wet 
phosphate rock from Alafia to Agricola, Fla., a distance of sev- 
enteen miles, has been condemned as unreasonable in No. 11568, 
Swift & Co. vs. Director-General, as agent, opinion No. 6892, 
61 I. C. C. 751-752, because and to the extent that it exceeded 
100 per cent. The 200 per cent plus increase was made on 
June 25, 1918, when the 10 cents per long ton rate was changed 
to $15 per car. In December, 1919, that rate was replaced by 
a rate of 20 cents per long ton, which the Commission said was 
not unreasonable. The average lading is 45 tons, the minimum 
being the marked capacity. The complainant does all the 
switching with its own engines at origin and destination, the 
railroad having no service to perform other than of hauling it 
in a train after the complainant’s engine has done the switch- 
ing. The complainant takes the car when it has been set out 
of the train. The wet phosphate rock is taken to Agricola for 
drying and is then sent out through Alafia to consuming des- 
tination. Reparation is to be made to the basis of the 20-cent 
rate. 


W.-V. R. R. COMMUTATION FARES 


In a report on I. and S. 1297, Fares of the Washington-Vir- 
ginia Railway Company (mimeographed, without opinion number 
or paging), the Commission said that the carrier had justified the 
proposed increase in the single fare and commutation fares, in 
part. The road serves Virginia suburbs of Washington. The sus- 
pended schedules establish the single fares on approximately a 
three cents per mile basis. 


NITRE CAKE, UTAH AND CAL., TO NEVADA 


An award of reparation has been made in a report by Com- 
missioner Daniels, on No. 11513, Nevada Consolidated Copper 
Co. vs. Bingham & Garfield, Director-General, et al., opinion No. 
6901, 62 I. C. C. 22-25, on a holding that the class rates on numer- 
ous carload shipments of nitre cake from Bacchus and Garfield 
Smelter, Utah, and Hercules, Cal., to McGill, Nev., between June 
29, 1918, and January 13, 1919, were unreasonable to the extent 
that they exceeded 47.5 cents from Hercules and 32.5 cents from 
Bacchus and Garfield Smelter. The complainant contended that 
as nitre cake is a low-grade commodity, loading heavily, the 
imposition of class rates on 4,000,000 pounds was unreasonable. 
The Director-General contended that the movement was un- 


usual and sporadic and that, therefore, there was no reason 
for a retroactive departure from the normal class basis. He 
also contended that commodity rates were established upon re. 
quest without unnecessary delay. The Commission held that, 
except on two carload shipments from Hercules on June 25, 1918, 
and July 17, 1918, made for experimental purposes, the rates as. 
sailed were unreasonable to the extent that they exceeded the 
subsequently established rates of 47.5 and 32.5 cents. 





GLASS SAND, GUION, ARK., TO AUGUSTA, KAN. 


An award of reparation on account of an unreasonable rate 
on glass sand from Guion, Ark., to Augusta, Kan., has been 
made in No. 11343, Odell-Daly Material Co. vs. A. T. & S. F, 
Director-General, et al., opinion No. 6898, 62 I. C. C. 12-13. Rep. 
aration is to be made down to the basis of a rate of 13 cents, 
Charges were collected on the shipments that moved via the 
Frisco at a rate of 26.5 cents, the basis for which the report 
said was not shown, and on two Santa Fe shipments at 17.5 
cents. In May, 1919, a rate of 11.5 cents was established, so 
no order for the future is necessary. 


EXPORT RATES ON GASOLINE 


The Commission has dismissed No. 11354, Producers’ Re. 
fining Co. vs. Gulf, Colorado & Santa Fe, Director-General, et al, 
opinion No. 6899, 62 I. C. C. 14-17, holding that the rates on gasoline 
from Gainesville, Tex., to Kassel, Avondale and Westwego, La., for 
export, in the fall of 1918, were not unreasonable, and the com- 
plainant had not shown itself to have been damaged by the 
undue prejudice alleged. Commissioner Daniels said that the 
record disclosed that export rates on gasoline from Oklahoma 
were depressed by competition. The rates under attack were 
34.5 cents to Kassel and 37.5 to Avondale and Westwego. The 
contemporaneous export rate from Oklahoma points was 24.5 
cents. Commissioner Daniels said the fact that the rates from 
Gainesville were subseauently reduced to the Oklahoma basis 
did not show either that they were unreasonable or that the 
rates from Oklahoma and Kansas gave the shippers in those 
states an undue advantage. 


* RATES ON TOMATOES TO VINCENNTS, IND. 


An award of reparation on account of an unreasonable rate 
on ripe tomatoes from Jackson and St. Francisville, Ill., to Vin- 
cennes, Ind., has been made in No. 11707, Dyer Packing Co. vs. 
Director-General, as agent, Big Four, et al., opinion No. 6903, 
62 I. C. C. 28-29. The carriers charged 12.5 cents on 36 carloads 
of tomatoes shipped between August 16 and September 27, 1918. 
The complainant alleged that the rate was unreasonable to the 
extent that it exceeded the rate of 4.5 cents and demanded rep- 
aration. On Sptember 20, 1918, a rate of 4.5 cents was estab- 
lished from Jackson, and on October 28, 1918, a rate of 6.5 cents 
was established from St. Francisville. The Big Four contended 
that an intrastate rate of 4.5 cents in Indiana duplicated by them 
from Jackson was a missionary rate and not a reasonable one, 
such as they established from St. Francisville. The desire in 
establishing the so-called missionary rate was to encourage cal- 
ning factories. 


PINE OIL, PENSACOLA, FLA., TO MIAMI, ARIZ. 


In a report on No. 11283, Miami Copper Co. vs. Arizona East- 
ern, and Director-General, opinion No. 6906, 62 I. C. C. 35-38, the 
Commission has held that the applicable rates on pine oil, in 
tank cars from Pensacola, Fla., to Miami, Ariz., from Mareh 
15, 1918, to August 25, 1920, were unreasonable because and to 
the extent that they exceeded $1.44 per 100 pounds, and that 
the existing rates will be unreasonable to the same extent, sub- 
ject to the increases authorized by Ex Parte 74. The carriers 
are to establish rates on the basis indicated on or before Av- 
gust 17. 

In the early part of 1918 the applicable rate was a combina- 
tion of $1.63. After June 25, and to February 19, 1919, the 
combination was $2.04, and between February 20, 1919, and 
August 25, 1920, the combination was $1.915. 

The allegation of unreasonableness and demand for repara- 
tion were based upon a rate of $1.015, the sum of rates in effect 
from June 25, 1918, to August 25, 1920, composed of the sixth 
class rate of 20 cents from Pensacola to New Orleans on pine 
oil, plus a commodity rate of 81.5 cents from Slidell, La., to 
Miami, on “pine tar flotation oil.” The complainant contended 
that there was no inherent difference between pine oil and pine 
tar oil shipped to the mining towns and that the rates on pine 
oil should not exceed those on pine tar flotation oil. 


CHARGES FOR INTERPLANT. COAL MOVEMENTS 


An award of reparation on account of an unreasonable rate 
has been made in No. 11536, Crucible Steel Co. of America V5. 
Baltimore & Ohio, Director-General, et al., opinion No. 6893, 
61 I. C. C. 758-755, the Commission holding that the charges 
assessed on coal for movements in Pittsburgh during federal 
control, by complainants’ own power, were unreasonable to the 
extent that they exceeded $2.50 per car for one kind of move 
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ment, and $5 per car for each of the other different kinds of 
movement. The movements in question were between plants 
of the complainant, and three kinds were involved. The dis- 
tances for the different movements were 500 feet, 3,800 feet and 
4,300 feet. 

Prior to June 25, 1918, the charge for the shortest haul was 
$2, whether handled by carrier or shipper power. On June 25 
the rates on the respective charges were increased by 15 cents 
per ton, resulting in revenue of $8 and more per car. The re- 
strictions on movements Nos. 2 and 3, requiring the use of com- 
plainants’ power, was left unchanged. On December 26, 1918, 
the charge for each of the three movements was reduced to $5 
and on June 2, 1919, the charge for No. 1 became $2.50 with the 
restriction, “when handled by individual power.” The com- 
plainant asked for reparation to basis of the subsequently estab- 
lished charges and the Commission has so ordered. 


SWITCHING AND ABSORPTION AT TOLEDO 

In a report on I. & S. No. 1300, Absorption of Switching 
Charges at Toledo, opinion No. 6904, 62 I. C. C. 30-31, the Com- 
mission has held that the Hocking Valley had not justified a re- 
duction in the absorption of switching charges at Toledo. The 
Hocking Valley contended that under Ex Parte 74 it was re- 
quired to absorb only 40 per cent of the increased switching 
charges. The Commission said the mere fact, if true, that the 
Hocking Valley was obliged to absorb not more than 40 per cent 
of the switching charge did not in itself justify the increased 
charges to shippers which would have resulted from the pro- 
posal of that carrier. The Hocking Valley based its action upon 
a tariff provision contained in the Commission’s report on Ex 
Parte 74. The Commission said that even if its construction of 
that language was correct it would not justify the proposed in- 
creased charges upon shippers. 


BOLTS, KANSAS CITY TO TEXAS 


A finding of non-justification has been made in I. and S. 
No. 1302, Iron or Steel Bolts, less than carload, from Kansas 
City to Texas. points, opinion No. 6897, 62 I. C. C. 9-11. The 
Commission held that the proposed increase in rates from Kan- 
sas City to Galveston, Beaumont and points taking the same 
rates, with certain exceptions, had not been justified. The Com- 
mission found that the carriers had not justified the proposed 
rates which would be in excess of the New Orleans combinations 
and in excess of the rates contemporaneously in effect from St. 
Louis through Kansas City to the same destinations. The find- 
ing is without prejudice to the filing of rates not in excess of 
the New Orleans combination. and the rates from St. Louis to 
Kansas City. 


MINOR COMMISSION ORDERS 


The Commission has granted petition of defendant Indiana 
Harbor Belt Railroad for re-hearing in No. 11105, United Chem- 
ical & Organic Products Co. vs. Director-General, Indiana Har- 
bor Belt Railroad, et al. 

Petition of defendants for re-hearing in No. 11011, Live 
Poultry and Dairy Shipper’s Traffic Association vs. Director- Gen- 
eral, A. T. & S. F., et al., has also been denied. 


The Commission has denied complainant’s petition for re- 
argument in No. 11340, Bridgeman-Russell Co. et al. vs. Great 
Lakes Transit Corporation et al. 

Having received advice that the complaint has been satisfied, 
the Commission has dismissed No. 11527, The West Virginia 
Rail Co. vs. Chesapeake & Ohio Railway, Director-General, et al. 

The Commission has authorized the carriers affected by No. 
6194, Holmes & Hallowell vs. Great Northern, Director-General, 
et al., and the dozen or more related cases to establish the rates 
therein ordered upon not less than 15 days’ notice. Except for 
this permission they would have to give 30 days’ notice. 


The Commission has reopened for further hearing No. 11894, 
Indiana rates, fares and charges, for the purpose of determining 
whether the charge for the transportation of live stock from the 
stock yards of the Belt Railroad & Stocks Yards Company at 
Indianapolis to the Kingan & Co. plant at the same city, in 
effect prior to January 28, 1921, was related to any interstate 
charge in such manner as to contravene the provisions of the act. 


The Commission has reopened for further argument No. 
11299, William Wylie Beall vs. Wheeling Traction Co., and No. 
11299 (Sub-No. 1), Charles J. Schuck vs. Wheeling Traction Co. 
The order of the Commission in these cases, however, will re- 
Main in full force pending such further argument and consid- 
jae thereof. The cases will be argued June 27 at Washing- 
on. 

_ The State Corporation Commission of the State of New Mex- 
Ico has been permitted to intervene in No. 12706, Amarillo Boar 
of City Development vs. Ft. W. & D. C. Ry. et al. : 

' The Tavern Rock Sand Company has been permitted to in- 
tervene in No. 12469, the Silica Sand Producers’ Traffic Assn. 
(Armourdale division) vs. Missouri Pacific et al. 

The Strokel Foundry Co. has been permitted to intervene in 
No. 12455, Homer Furnace Co. vs. Director-General, N. Y. C. et al. 

The Commission has dismissed No, 11392, Harlan County 
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Coal Operators’ Assn. et al. vs. L. & N. et al., at the complain- 
ants’ request. 

The Commission has reopened No. 11422, Procter & Gamble 
Co. vs. Director-General, for further consideration on the record 


as made. The complainant in this case petitioned the Commis- 
sion for a reopening for further consideration. 

Complainant’s petition for a rehearing of No. 10763, Harlem 
Feed & Grocery Co. vs. Director-General and Lehigh Valley, has 
been denied. 

On petition of complainant, the Commission has reopened 
for further hearing No. 11157, Central Pennsylvania Lumber Co. 
vs. Director-General, P. R. R..et al. 

On request of complainants, the Commission has dismissed 
the following cases: 12304, Indiana Brick Manufacturers’ Assn. 
vs. A. T. & S. F. et al.; 12227, Driscoll Coal & Wood Co. et al. vs. 
Director-General; 12406, Oakland Chamber of Commerce et al. 
vs. Southern Pacific; 12269, Portland Traffic & Transportation 
Assn. vs. O.-W. R. & N. Co. et al.; 12543, the Colorado Fuel & 
Iron Co. vs. Director-General and Colorado & Southern, and 12472, 
the Miller Petroleum Co. et al. vs. A. T. & S. F. et al. 

Petitions of the defendants for further hearing of the follow- 
ing cases have been denied by the Commission: 11000, Lehigh 
Portland Cement Co. vs. Director-General, B. & O. et al.; 11106, 
United Iron Works, Inc., vs. Director-General, St. L.-S. F. Ry. et 
al.; 11056, Keeler Lumber & Fuel Co. vs. Director-General, C. C. 
C. & St. L. et al., and 10902, E. H. Edwards vs. Director-General, 
A. T. & SS. F. et at. ; 

Complainant’s petition for rehearing of No. 10792, Joseph L. 
Leiberman Iron Co. vs. Director-General, Wabash et al., has 
been denied. 

Petition of the complainants and of the Director-General for 
further consideration of No. 11161, Illiff-Bruff Chemical Co. vs. 


- Director-General, C. & E. I. et al., has been denied. 





INFORMATION ON SHORT TERM NOTES 
The Trafic World Washington Bureau 


The Commission has issued an order setting forth what in- 
formation a carrier shall submit in complying with the provisions 
of paragraph (9) of section 20-a of the interstate commerce act, 
governing issuance of notes maturing not more than two years 
after the date thereof and:aggregating (together with all other 
than outstanding notes of a maturity of two years or less) not 
more than 5 per cent of the par value of the securities of the 
carrier then outstanding. Approval of the Commission is not 
required for the issuance of such securities, except that any sub- 
sequent funding of such notes must be authorized by it, but a 
certificate of notification must be filed with the Commission giv- 
ing information thereon. The order sets forth the information 
to be given in the certificates, which shall include the amount of 
the issue, date of maturity, the price at which the issue is dis- 
posed of, the rate of interest, etc. 


TARIFF FILING RULE SUSPENDED 


The Commission, in special permission No. 53368, has sus- 
pended, until December 31, that portion of rule 9 (e) of Tariff 
Circular 18-A, which forbids the filing of a third supplement to a 
tariff containing more than 111 pages unless the smaller of the 
two preceding supplements contain more than ten per cent of 
the number of pages of the proposed third supplement. This 
suspension was made on account of the great expense and delay 
that is being caused by the large number of tariff changes that 
are necessary on account of outstanding orders of the Commis- 
sion incident to Ex Parte 74, and also the decisions in other 
cases. Each supplement that violates the rule is to be appropri- 
ately marked so that the users of tariffs will know what has 
been done and not be misled by their remembrance of the rule. 


APPLICATION FOR CONSTRUCTION DISMISSED 

Because the Big South Fork Railway Company of Tennessee 
has refused additional information requested by the Commission 
in connection with the company’s application for authority to 
construct a line of railroad in Scott county, Tennessee, the ap- 
plication has been dismissed. The company filed its application 
August 10, 1920. A partial return to a questionnaire was filed 
October 8, 1920. On November 13, November 22 and December 
30, 1920, and on January 20 and March 14, 1921, the Commission 
made request for more information, but the company has failed 
to furnish the information, the Commission said, in its order of 
dismissal. ; 


UNIFORM STEAM ROAD ACCOUNTING 

The Commission has issued a circular in the matter of a 
uniform system of accounts to be kept by steam roads, the pur- 
pose of which is to prescribe the form in which the accounts 
for maintenance of way and structures and of equipment shall 
be kept, if and when a carrier adopts the budget system for 
that part of its operating expense accounts. The rules provide 
for a system of debits and credits to the monthly estimate of 
expenditures for the operating expenses attributed to the main- 
tenance of way and structures and of equipment. The rules 
are to cover the current year or that part of it which comes 
within the period in which the budget system was organized. 
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Tentative Reports of the Commission 


e- 


RATES ON ANTHRACITE COAL 


In a report on No. 11463, Lehigh Valley Coal Co. vs. Direc- 
tor-General; No. 11192, Lehigh Valley Light & Power Co. vs. 
same, and Lehigh & New England; and No. 11692, Lehigh Coal 
& Navigation Co. vs. same, Assistant Chief Examiner Ulysses 
Butler and Examiners Frank E. Mullen and Warren H. Wagner 
recommended that the Commission condemn as unreasonable 
rates on unprepared anthracite coal, from mines and culm banks 
on the Lehigh Valley railroad, in the Lehigh and Wyoming 
regions, to breakers in the same regions, for preparation or re- 
preparation and forwarding by way of the Lehigh Valley, result- 
ing from General Order 28 and various freight rate authorities 
after that date and award reparation. 

A similar finding and a like award have been recommended 
as to rates on the same kind of coal from Rahn colliery at Seek, 
Pa., to other collieries and washeries on the Lehigh & New Eng- 
land, in the period from June 25, 1918, to August 15, 1918. 

A further recommendation is that a rate of 40 cents on buck- 
wheat No. 3, from collieries and washeries in the Panther Creek 
district to the power house of the Lehigh Valley Light & Power 
Company, in the period from January 1 to June 24, 1918, was 
legally applicable; that the rate from June 25, 1918, to the end 
of federal control on that movement was 50 cents, but that that 
rate was unreasonable because and to the extent that it exceeded 
40 cents. 

The railroad company refunded down to the basis of the 
40-cent rate applicable to June 24, 1918, under the belief that 
the 40-cent rate, filed with the Pennsylvania commission, was 
applicable. The examiners recommended, in view of the fact 
that they think the Commission should condemn the 50-cent 
President-made rate as unreasonable, a waiver of the collection 
of the undercharge. In other words, that the complainant be 
allowed to keep the money the railroad company returned to it 
becausé the higher rate ordered by the Railroad Administra- 
tion was unreasonable, but not because the Pennsylvania com- 
mission rate’ was the legal one to apply. 

The three complaints grew out of the confusion created by 
the attempt of the Director-General to obtain more revenue, in 
the general advance in rates ordered by him, by a mixture of per- 
centage and specific increases in cents per hundred or per ton; 
or by a mixture of percentage increases held down to specified 
minima. The rates from the mines and clum banks in some 
instances were stated in dollars per cars of different capacities, 
and in others, in rates per ton. In some of the tariffs the move- 
ments genera!ly, for three or four miles and few more than 15, 
were treated as switching rates, which, according to the terms of 
general order 28, were not to be increased at all. 

Their establishment, in the first instance, was made neces- 
sary by the fact that, after 1901, some of the mines discontinued 
the practice of having their own breakers but decided to utilize 
the breakers at other mines. Therefore the railroad companies, 
which controlled the mining operations, often by direct owner- 
ship of either mine or coal mining company stock, established 
low rates for what the complainants in this case contended 
were, in substance, transit movements, because the coal, after 
being broken to sizes, screened and/or washed, was sent on to 
final destination. The coal sent to the light and power company 
was the small sizes generically known as buckwheat No. 3, 
which size in turn contains three or four sub-divisions named 
after cereals, taken from the mines and shunted to inspection 
tracks. If found suitable, the cars were forwarded to the power 
house. If not, the condemned coal was sent back to the point 
of origin, re-prepared and then sent to market. 

The recommendation of the examiners as to the complaint 
of the Lehigh Valley Coal Company, the one that is used in the 
tentative report to embrace all the complaints, is that the rates 
were unreasonable, because and to the extent they exceeded 
those ordered in Freight Rate Authority No. 427, dated August 
5, 1918. The rates therein prescribed were 17 cents for distances 
from one to three miles; 22 cents for distances of three to ten 
miles and 28 cents for distances from eleven to twenty miles. 
The rates therein published were reduced on March 11,1919, but 
reparation between June 25, 1918, and March 11, 1919, is to be 
made to the basis higher than that established in 1919. 


RATES ON EMPTY CONTAINERS 


A recommendation of dismissal has been made by Examiner 
Charles R. Seal on No. 12070, Purity Extract & Tonic Co. vs. 
Alabama & Vicksburg, Director-General, et al., on a holding that 
the rates on empty returned beverage containers in carloads 
from all points in southern classification territory or from 
which rates are subject to southern classification to Chattanooga, 
were not and are not unreasonable. 

Some of the rates went up from 20 to 65 cents per hundred 
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pounds. According to the declaration of the examiner, some of 
them went even higher in percentages, a few being increased by 
as much as 600 per cent. The increased rates became applicable 
December 30, 1919. For many years prior to that date south- 
ern classification provided that rates on returned empty bever. 
age containers, except tight cooperage, for carbonated and cereal 
beverages, would be one-half the rate on the beverage in car- 
loads between the same points in the reverse direction. Tight 
cooperage for non-intoxicating beverages was rated fifth class. 
On December 30, 1919, returned beverage containers of all styles 
were placed upon the straight sixth class basis and, with the 
exception of a few commodity rates which are approximately 
two-thirds of. the beverage rates in the opposite direction since 
established from points on the Southern Railway and from the 
Mississippi River crossings, class rates now apply to Chattanooga. 
The complainant specifically asked for the restoration of the old 
basis of one-half the contemporaneous beverage rates in the re- 
verse direction. 

Examiner Seal remarked that it was of significance that the 
complainant attacked only the rates and made no complaint 
against the classification. Seal also said that the complainant 
at the hearing practically abandoned the allegations of undue 
prejudice and unjust discrimination. He said that although 
the record was replete with references to lower rates available 
to complainant’s competitors, the situation with which the com- 
plainant was confronted was not the result of cereal beverage 
competition, but had largely grown out of changed commercial 
conditions. 

The commercial condition to which Examiner Seal attributed 
the trouble of the complainant grew out of prohibition of alco- 
holic beverages. While the alcoholic beverage was still in the 
land, there were comparatively few local soft drink manufac- 
turing establishments. Prohibition of alcoholic beverages caused 
many local soft drink establishments to spring up. These local 
establishments, as Seal viewed the matter, prevented that wide 
distribution of the products of the complainant that would re- 
sult in a reduction of its unit cost. He recommended that the 
finding in this case be made without prejudice to any finding 
that might hereafter be reached upon a record hereafter made. 


CARLOAD MINIMA ON LUMBER 


The carriers having failed to prescribe satisfactory carload 
minima on lumber from the Pacific northwest and Inland Em- 
pire, Examiners Mattingly, Hillyer and Witters have made a re- 
port on No. 10128, lumber carload minima, on further hearing, 
recommending minima on pine, fir, hemlock, larch and spruce 
lumber and articles taking the same group rates in closed cars, 
from the Pacific northwest and Inland Empire to eastern des- 
tinations. Their conclusion is that the existing minima are 
unreasonable and that reasonable minima on the kinds of lumber 
mentioned taking group D rates from the groups of origin men- 
tioned to transcontinental points would be as follows: 


For Cars 
ee Re ee eT Ene 36,000 Ibs. 
Over 36 feet and not over 42 feet... .rcccccccscccccs 40,000 Ibs. 
a Re Se ae ee Re IS ae 50,000 Ibs. 
These minima would be subject to the following rules: ‘When 


cars are loaded to full visible capacity.charges will be based upon 
actual weight. 

“The term ‘loaded to full visible capacity’ shall mean that the en- 
tire space capacity in the car up to within one foot of the bottom of 
the rafters shall be utilized to the fullest extent and that no more 
lumber of ordinary lengths or other material of the character con- 
tained in the car can be loaded therein. . 

“Exception: When cars are loaded with lumber as _ provided 
above, the doorway space, not exceeding 8 feet in length, shall be 
considered neutral and the shipper may, at his option, fully or 
partially load short length commodities. named in this tariff in such 
neutral doorway space without in any way affecting the meaning of 
the term ‘loaded to full visible capacity.’ 

‘When it is impossible for carriers to furnish within six days 
after receipt of order a car of the size ordered by the shipper, and 
for convenience a car of larger capacity than that ordered by the 
shipper is furnished, the larger car may be used subject to the min- 
imum weight named for the size of the car ordered by the shipper 
(unless actual weight is greater, when actual weight will govern) 
except that when the car is loaded to full visible capacity the actual 
weight will govern.”’ 


The minimum of 36,000 pounds on which the examiners base 
their recommendation is 90 per cent of the 40,000-pound mini- 
mum proposed by the carriers for cars 34 feet and under i2 
length, and is the minimum for cars of any length or size ap- 
proved by the Commission in Consolidated Classification Case 54, 
£. ©. 6; 4%. 

The examiners said that no finding should be made at this 
time with respect to the present minima on cédar lumber and 
shingles. This report recommends final disposition of the cubical 
capacity minima practice of the transcontinental carriers serving 
the Pacific northwest and Inland Empire. The cubical minimum 
was condemned in the prior report and the carriers were givel 
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an opportunity to make satisfactory minima based on the length 
of the car, but they failed to submit minima that would pass the 
scrutiny of the Commission, so the Commission has taken the 
matter in hand and the examiners’ recommendation is a definite 
one for the substitution of minima in accordance with the prac- 
tice in other parts of the country. 


DIVISION OF THROUGH RATES 


In a report on No. 11757, Chicago, St. Paul, Minneapolis & 
Qmaha et al. vs. Great Lakes Transit Corporation, Examiner H. 
w. Archer has recommended an order requiring the transit cor- 
poration to accord to the petitioning railroads a division of 23.5 
per cent of the joint through rates on grain products from Minne- 
apolis and St. Paul via Lake Superior ports to eastern destina- 
tions. 

The petition of the rail lines filed August 23, 1920, asked for 
an order requiring the continuation, until otherwise mutually 
agreed to between the rail lines and the Great Lakes Transit 
Corporation, of the percentage proportion of 23.5 per cent of the 
New York rates for the line south of Duluth, Superior or Itasca 
on grain products from Minneapolis, St. Paul and points common 
therewith, when destined for Buffalo or points east, and that 
such order take effect from the opening of navigation on the Great 
Lakes for the season of 1920. 

Archer, in his report, said that while the petition was not 
specifically brought under any particular section of the inter- 
state commerce act, it was clear that what was sought were just, 
reasonable and equitable divisions, as those words were used in 
section 1, paragraph 4 and section 15, paragraph 6, of the inter- 
state commerce act. 

According to Archer, section 208 (b) clearly contemplated the 
continuance of the divisional arrangements which were in effect 
on February 29, 1920, until changed as therein specified, but that 
the enforcement of such an agreement had not been lodged with 
the Commission. 

However, Archer came to the conclusion that the Commis- 
sion had the power to fix the divisions, and his conclusion was 
that 23.5 per cent would be a reasonable division on the traffic. 
He gave much weight to the fact that from the spring of 1916 
until the controversy arose that created this case, the record 
was barren of many good reasons why the divisions of the boat 
line should be increased 144 per cent over that received in 1916, 
which is what would have resulted from acceptunce of the Great 
Lakes Transit Corporation proposal, and only 39 per cent to the 
rail lines. .On the basis sought by the railroads, he said, the total 
increase to them since 1916 will be precisely 100 per cent and 
slightly over that percentage to the boat line. He said that that 
would be in harmony with the divisions received by the eastern 
rail lines, 


RATES ON GYPSUM TILE 


Assistant Chief Examiner Ulysses Butler, in a report on 
further hearing on No. 8297, Acme Cement Plaster Co. vs. Akron, 
Canton & Youngstown, Director-General, et al., has recommended 
a holding that there is no such difference in the characteristics 
of transportation of gypsum hollow partition tile and clay hol- 
low building tile as to warrant the difference in the basis of 
rates throughout central territory. He said the Commission 
should hold that the present rates on gypsum partition tile from 
Grand Rapids, Mich., to points on and east of the Mississippi 
River and north of the Ohio River as far east as the eastern 
boundary of central territory are unduly prejudicial to com- 
plainants and their traffic, and unduly preferential to shippers 
of clay tile within that territory and their traffic; and that non- 
prejudicial interstate rates on gypsum partition tile from Grand 
Rapids to destinations in the territory under consideration should 
not exceed 11.5 cents for distances of from 300 to 325 miles, 
with gradations of half a cent for each 25 miles additional or 
lesser distance, increased as authorized in Ex Parte 74, with 
minima equal to those on clay tile. 


Butler said that this series of findings should be without 
prejudice to any conclusions the Commission might reach as 
to rates on clay tile in No. 10733, National Paving Brick Manu- 
facturers’ Association et al. vs. Alabama & Vicksburg et al. 

This report also covers No. 8386, American Cement Plaster 
Co. vs. Michigan Central et al. It is an addition to the report 
published in 47 I. C. C. 1 and 53, I. C. C. 46. In its first report 
the Commission found there was no such difference in value, 
risk of carriage, weight or other incident of transportation as 
to warrant a rate on gypsum tile higher than rate on clay tile. 
In obedience to that finding, the carriers, in January, 1918, sub- 
mitted a schedule for application on gypsum tile to which the 
complainants made vigorous objection. The complainants asked 
the Commission to prescribe specific rates, but it declined. The 
cases, however, were reopened for further hearing to determine 
the relationship in rates which should be established. 

In the second report, April 14, 1919, the Commission again 
said that rates on gypsum tile from Grand Rapids should be 
no greater than those contemporaneously maintained on clay 
tile. No method for removing the undue prejudice was pre- 
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scribed, but the carriers were given sixty days in which to effect. 
a readjustment. Complainants objected to the tariffs that were 
filed, thereby creating the present case, and if the Commission 
adopts Butler’s report, it will be doing what it declined to do 
in 1918, namely, prescribing specific rates. 

Notwithstanding the fact that specific rates were recom- 
mended by Butler, he did not recommend an order directing 
the carriers to put the suggested rates in effect. The carriers, 
however, are expected to follow the Commission’s suggestion. 


CAR SERVICE AT BENTON MINES 


Examiner Bronson Jewell has recommended the dismissal 
of No. 11984, Benton Coal Mining Co. vs. Chicago, Burlington & 
Quincy et al., on a holding that the practices of the railroads in 
the matter of distributing coal cars and furnishing transportation 
facilities to mines served by the Burlington under trackage or 
switching absorption arrangements with other railroads at Ben- 
ton, Ill., while refusing to serve mines of the complainants by 
means of similar arrangements does not subject the complain- 
ants to undue prejudice or disadvantage. Jewell said there was 
no showing of a similarity of circumstances and conditions such 
as would require similar treatment. The report also covers No. 
11859, Franklin County Mining Co. vs. Same. 

The practice complained of as bringing about unjust discrim- 
ination is that of railroads, by means of trackage arrangements, 
making mines on the rails of each other “joint” mines, entitled to 
draw a supply of coal cars from each of the railroads on which 
they may be theoretically situated, by reason of the trackage 
arrangements. 

The effect of such an arrangement is to put certain mines, 
for car supply purposes, on the rails of carriers the rails of 
which do not physically reach them. In the instant case, the 
Burlington proposed to extend physically its rails to certain 
mines on the Illinois Central. The latter did not like that idea, 
so the two companies got together and made the trackage ar- 
rangement. It was the contention of the complainants that be- 
cause it had extended its rails to mines of competing companies 
in that way, a legal duty rested upon it to extend its rails to 
their mines. The examiner held that the view entertained by 
the complainants would make it possible for any mine to obtain 
the use of the facilities of a particular railroad regardless of the 
number of other carriers already serving it, or whether thete 
was enough traffic to justify the necessary expense, upon a 
showing that a competing mine having such service was sim- 
ilarly situated. 

The examiner said, of course, trackage arrangements could 
not be made a cloak to cover unjust discriminations or undue 
preferences, but, in this case, he said’ there was not sufficient 
showing of similarity of circumstances and conditions to war- 
rant a finding of undue or unreasonable preference. 


CLASS AND COMMODITY RATES IN §. W. 


A revision of class and commodity rates has been recom- 
mended by Examiner Henry C. Keene in a report on No. 11442, 
Traffic Bureau of the Douglas Chamber of Commerce and Mines 
vs. A. T. & S. F. et al. The finding recommended is that the 
rates from points in California to Douglas, Ariz., are not unrea- 
sonable or discriminatory, but that the class rates from the Cali- 
fornia points to Douglas are and for the future will be unduly 
prejudicial to the extent that they exceed or may exceed the 
class rates contemporaneously maintained from the same points 
of origin to group destinations on the Southern Pacific in Ari- 
zona and New Mexico, including Willcox, Bowie and Deming; 
that commodity rates on mine timbers and high explosives from 
California points, on the lines of defendant carriers, to Douglas 
are and for the future will be unduly prejudicial to the extent 
that they exceed or may: exceed the rates contemporaneously 
maintained on like commodities from the same points of origin 
to Bisbee; that commodity rates from points on the lines of 
defendants in Oregon and Washington and points basing thereon 
to Douglas, applicable via California junctions, are and for the 
future will be unduly prejudicial to the extent that they exceed 
or may exceed contemporaneous rates on like commodities to 
El Paso, Tex., and to points on the Southern Pacific in Arizona 
and New Mexico, including Tucson, Bowie, Willcox and Deming. 


RATES ON O-CEDAR POLISH AND MOPS 


Attorney-examiner William A. Disque, in a tentative report 
on No. 9086, Channel Chemical Co. vs. A. T. & S. F. et al., on 
re-hearing, said the Commission should hold that the carriers 
had justified their less than carload rate of $2.675 on O-Cedar 
polish from Chicago to the Pacific coast, plus 3314 per cent, but 
that their proposed carload rate of $2.59 would be unreasonable 
because and to the extent that it exceeded $1.815, also plus 3314 
per cent. In the original report on this case, 55 I. C. C. 733, 
written December 26, 1919, the Commission said the reasonable 
carload rate would be $1.30, but rates for the future were not 
prescribed because extensive readjustments were being made in 
compliance with the Commission’s decisions in the inter-moun- 
tain rate cases. In compliance with the orders in those cases, 
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the railroads proposed a carload rate of $2.59 and less than 
carload of $2.675. The report made by Disque was on those 
proposals. 

As to rates on mops, Disque said the Commission should 
hold that the carriers had not justified either their carload or 
less carload rates. He said the rates should be $2.10 carload 
and $2.81 less carload, plus the Ex Parte 74 increase of 33% 
per cent. He recommended that a less carload rate of $2.675 on 
L. C. L. shipments of mop handles be held to have been justified. 

With regard to rates for the past, Disque recommended that 
those hereinbefore set forth as reasonable be held to have been 
reasonable for application between August 26, 1920, and the 
present; that the rates from August 3, 1916, to'March 14, 1918, 
were unreasonable because and to the extent that they exceeded 
those named in the original report; that from March 15 to June 
24, 1918, the reasonable rates would have been those mentioned 
in the original report, increased 15 cents on carloads and 25 cents 
on less than carloads; and that the reasonable rates between 
June 25, 1918, and August 25, 1920, would have been those recom- 
mended as reasonable prior to June 25, 1918, increased 25 per 
cent, except that the rate on mops, in carloads, should have 
been $2.10. 


CEMENT FROM RIVER CITY, TENN. 


A finding of unreasonableness and an award of reparation, 
the latter to be accomplished by the waiving of undercharges, 
have been recommended by Examiner John T. Money, in a re- 
port on No. 1997, Dixie Portland Cement Co. vs. Director-General, 
as agent. The cement moved from Richard City, Tenn., to 
Miami, Daytona, Cocanut Grove, West Palm Beach and Canal 
Point, Fla., in the period from June 26, 1918, to January 31, 1919, 
on the assumption that the rates assessed and collected were 
the combinations on Jacksonville, in which a factor of 10 cents 
to Jacksonville was supposed to figure, plus an increase of 2 
cents in accordance with General Order No. 28. The examiner 
found, however, that the 10-cent rate did not apply via the 
Southern, over which the shipments moved. 

Both complainant and carriers argued about the meaning 
of General Order No. 28. .Money said the Commission had held 
time and again that the reasonableness of rates was not to be 
determined by the meaning the Director-General intended to 
convey in that order, but by the tests applied to any rate, 
whether made by the carrier itself or by the President while 
the roads were under federal control. No explanation, Money 
said, was given as to why the Director-General did not apply the 
10-cent rate to Jacksonville over the Southern. He thinks the 
Commission should hold the rates unreasonable because and to 
the extent that the rate for the haul to Jacksonville exceeded 
the 10 cents, plus the 2-cent specific held as maximum under 
General Order No. 28. That.was the rate paid by the complain- 
ant, so the shipments were undercharged and reparation can be 
made by waiving the collection of the undercharge. 


RATES ON COKE FROM TERRE HAUTE, IND. 


Examiner Henry C. Keene, in a report on No. 12262, Na- 
tional Supply Co. vs. C. B. & Q. et al., has recommmended a 
holding that the rates on coke from Terre Haute, Ind., to Co- 
burg and Fontanelle, Ia., and Adams, Neb., in the fall of 1919 
were neither unreasonable nor unjustly discriminatory, but that 
one carload of coke from Terre Haute to Coburg was misrouted 
and that refund of the overcharge should be made. The com- 
plainant contended that inasmuch as the Iowa points are nearer 
Terre Haute than Omaha, the Omaha rate should have been 
applied to them, and that, inasmuch as Adams is nearer Terre 
Haute than Lincoln, the Lincoln rate should have applied to 
that point. Keene thinks the Commission should disagree with 
the complainant. 


RATES ON SOFT COAL FROM HOOD MINE 


An order of dismissal has been recommended by Examiner 
Henry C. Keene, in a report on No. 12145, Fairmont & Cleveland 
Coal Co. vs. Baltimore & Ohio, Director-General, et al., as to 
rates on 15 carloads of soft coal from Hood Mine, South Rives- 
ville, W. Va., to destinations in New York and New Jersey, 
assessed on movements in 1919. The attack was against the 
factor of the rate on the short haul from the mine to Rivesville 
Junction, the claim being that the distance scale of the B. & O., 
which was applied to it, was unreasonable per se. The exam- 
iner said that the through charge was not unreasonable on such 
isolated movements. 


VEGETABLE OIL FROM VANCOUVER, B. C. 

A holding of unreasonableness and an award of reparation 
have been recommended by Examiner Bronson Jewell, in a 
report on No. 11855, Rub-no-more Co. vs. Great Northern, Di- 
rector-General, as agent, et al., on account of an unreasonable 
rate on two carloads of imported vegetable tallow, shipped 
from Vancouver, B. C., to Fort Wayne, Ind. Charges were col- 
lected at the applicable fifth class rate of $2.25 when the ship- 
ment moved in September, 1918. The Commission’s jurisdic- 
tion was questioned. The examiner said the rate should be 
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held unreasonable for that part of the transportation in the 
United States because and to the extent the rate exceeded 
$1.125, the rate established on other vegetable oils in July, 1918. 


GASOLINE, WESTLAKE, LA., TO LOUISVILLE, KY. 


A return of the overcharge is recommended in a report by 
Examiner John A. McQuillan, in a report on No. 11921, Solar 
Refining Co. vs. Director-General, as agent, on account of one 
tank car of gasoline, shipped from Westlake, La., to Louisville, 
Ky., in June, 1918. A combination of 49 cents was imposed, 
which was 6 cents more than the proper combination to assess, 
After the movement the carrier established a joint rate of 345 
cents over the route of movement. The examiner said there 
was no reason for a joint rate at the time of the movement, be. 
cause there was no reason for the application of the 30-cent 
rate in effect from the more distant Beaumont-Port Arthur 
group. 


RATE ON COAL TO KANSAS CITY 


Examiner Richard T. Eddy has recommended, in a report 
on No. 12144, Midland Coal Co. et al. vs. Midland Valley et al., a 
holding of unreasonableness as to rates on three carloads of coal 
from Williams, Okla., to Kansas City, and an order of repara- 
tion. His idea is that the rate on the shipments of December, 
1916, should not have exceeded $2.10, and that the rate in No- 
vember, 1917, should not have exceeded $2.25 and the rate for 
the future should not exceed $2.25 plus Ex Parte 74 increases. 





ASPHALT, CAL. TO ARIZONA 


In a report on No. 11814, Arizona Corporation Commission 
et al. vs. Arizona Eastern et al., Examiner Richard T. Eddy has 
recommended that the Commission find that the rates on asphalt 
from California producing points to Arizona destinations are not 
unreasonable, but that for the future the maintenance of a rate 
of 78 cents to Phoenix, and to those other Arizona destinations to 
which that rate was applied, will subject the Arizona communi- 
ties to undue prejudices and be unduly preferential of group J 
points. The recommendation, if adopted, would leave the car- 
riers free to reduce the rates to Arizona or increase those to 
group J points. The rate to the group J points, established in 
1916, is 55 cents. 


IRON AND STEEL TO SEATTLE 


A finding of undue prejudice as to the rate on bar iron and 
steel from Terre Haute, Ind., to Seattle, Wash., for export, has 
been recommended by Examiner Lawrence Satterfield in a report 
on No. 11789, Mitsui & Co., Ltd., vs. C. B. & Q.; Director-General, 
et al. Satterfield said the Commission should find that the rate 
was unduly preferential of Chicago to the extent that it exceeded 
the export rate from Chicago. Inasmuch as compliance with 
the Commission’s order in the inland Steel Co. case, 57 I. C. C. 
339, will place Terre Haute on a rate parity with Chicago, Sat- 
terfield said that no order was necessary for the future. 


RATES ON SOFT COAL IN INDIANA 


Examiner F. H. Barclay has recommended the dismissal of 
No. 11533, Union Traction Co. of Indiana vs. Chicago & Eastern 
Illinois, Director-General, et al., on a holding that the rates for 
the intrastate transportation of soft coal, from mines in the 
Linton group in southwestern Indiana to destinations in north- 
eastern Indiana, in the period June to October, 1918, were not 
unreasonable. The complainant contended that the rates prior 
to June 25, 1918, were on fixed differentials which should have 
been maintained in accordance with the terms of General Order 
28. The defendants disputed the claim of established differen- 
tials. The examiner said that whether there were or were not 
recognized established differentials was of no significance, so 
long as the rates were neither unreasonable nor otherwise un- 
lawful. 


DEMURRAGE ON EMBARGOED HAY 


In a tentative report on No. 11606, John E. Murray Vs. 
Director-General, as agent, Examiner Frank BE. Mullen has made 
a recommendation, which, if adopted, will have the effect of 
reinforcing the Commission’s holding that disregard of its own 
embargo by a railroad company does not relieve the shipper 
from the duty of paying demurrage. 

In this case; involving hundreds of carloads of hay shipped 
from points in Canada, New York and Pennsylvania, to New 
Durham, N. J., a regular hold point for inspection, compression 
and recompression, dozens, if not hundreds, of cars were ac 
cepted by the railroads notwithstanding their embargoes, and 
forwarded to New Durham, where demurrage accrued on them. 
The total demurrage bill paid by the complainant was $15,663, 
in the period from January 1 to July 11, 1918. He demanded re 
turn of the money on the ground that the demurrage was caused 
by the congestion caused by the. failure of the carriers to el 
force their embargoes; by bunching of cars in transit; to fail- 
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PROTEST TRANSCONTINENTAL REDUC- 
TIONS 


The Trafic World Washington Bureau 


Protests are coming to the Commission from shippers on the 
Pacific coast and the intermountain country on each of the two 
proposals made, by transcontinental carriers, supposedly for the re- 
lief of shippers.in those parts of the country. The proposals against 
which the protestants have aimed their artillery are the reduc- 
tion of 17 cents per 100 pounds on fruits and melons and a re- 
duction on apples to $1.50; and the proposed rates from California 
terminals to New York on canned goods, condensed milk, asphalt, 
beans, dried fruits and rice. 

With regard to fruits and vegetables, the protest is that the 
reduction is not big enough. The rate proposed, $1.75, is 31 cents 
higher than the rate the protestanis think should have been 
agreed upon. That is the rate which was suggested for vege- 
tables and citrus fruits, by the shippers, after prolonged confer- 
ences with the representatives of the carriers. They.said that 
that rate was the only one that would enable the citrus people 
to make enough to warrant continuance in business, hoping for 
better times. They contended that even a rate of $1.44 would 
be too high for the average orchardist, although it would enable 
those a little better than the average to make about half as 
much as if they were able to reduce their investments to cash 
and deposit the money in a savings account. 

Protests-against the rates proposed from the California term- 
inals to New York are coming from those not located at the 
terminals and therefore not in a position to take advantage of 
the heavy reductions. Those in the interior think they should 
be given an opportunity, at less than the combination of locals 
to the ports and the rate from the terminals, to do business with 
ihe East. 

The heavy reductions proposed in the eastbound rates from 
one terminal to another were not suggested primarily for the 
benefit of the shippers but for the welfare of the carriers. Their 
reason for reducing rates is that they may meet the competition 
through the Panama Canal. The presumption is that traffic is 
moving through the canal, else the transcontinental roads would 
not be proposing to cut the rates to meet, via rail to the gulf 
ports and thence by water to New York, rates made all-water 
through the canal. 


None of the protestants, however, ask for suspension of the 
reductions. They suggest either that the amount of the cuts 
should be greater, or that the areas of origin and destination 
should be widened. The Commission could exercise some degree 
of pressure on the transcontinental carriers. on the rates from 
California terminals to New York, by saying that unless the areas 
of application from and to were widened, fourth section permis- 
sion to meet the competition would not be granted. The carriers, 
with such a condition imposed on them, would have the option 
of either withdrawing their requests for fourth section relief or 
extending the application of the proposed rates. 

It is not regarded as probable, however, that the Commis- 
sion will exercise such pressure, because it seems to be in full 
accord with the position of the railroad executives that the car- 
riers cannot afford, on account of the precarious condition of 
their treasuries, to make experiments in the form of rate reduc- 
tions. 


RATES ON VEGETABLES AND MELONS 


The Trafic World Washington Bureau 


The Commission issued, June 10, special permission authoriz- 
ing the filing of supplements to establish the rate of $1.75 per 
100 pounds on vegetables and melons, including cantaloupes, from 
the Pacific coast ferminals and intermediate points to destina- 
tions taking groups A, B and C rates as set forth in Countiss’ 
application No. 1043, on not less than one day’s notice. 

The reduction in rates on vegetables and melons from the 
Pacific coast and intermediate transcontinental groups of origin, 
as far east as Colorado common points, to the three easternmost 
transcontinental groups of destination, the western boundary 
of which is the Indiana-Illinois line, which will become operative 
as soon as Countiss can file the appropriate tariff, will be one of 
the few acknowledgments that have» been made that the rates 
themselves were stopping the movement of traffic. President 
Harding was greatly interested in the complaint of the represen- 
tatives of the vegetable growers that the rates were preventing 
the movement of traffic. To inquire what, if anything, was being 
done in the-matter of reducing rates on vegetables grown in the 
west was one of the objects of his visit to the Interstate Com- 
merce Commission on June 1. 

In his application for sixth section permission to make the 
lower rates operative. on less than statutory notice, Countiss 
said: “This adjustment was arranged last week in conferences 
between traffic executives of Pacific coast terminal lines and 
Chairman Clark of the Interstate Commerce Commission. The 
Present rates are considered unduly burdensome and if continued 
would prevent the movement to markets of a large portion of 
the crop. Therefore, it is desired to make publication of the pro- 
posed rates effective on one day’s notice.” 
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There was no pretense by the traffic executives that the 
reduction was being made to restore a relationship of rates 
broken by the increases authorized in Ex Parte No. 74, so as to 
enable the western growers to get back into a market that had 
been opened in greater degree to the growers of other sections. 
The reduction was made on the single ground that the rates were 
so high that the traffic would not move. 

This is about the fourth reduction made for that reason. The 
other reductions, some dozens of them, were made to enable 
some shippers to re-enter markets in which they did business 
prior to the increase last August on more nearly the terms on 
which they competed with their rivals prior to the August in- 
crease, as, for instance, the lumber shippers from the Pacific 
northwest, to markets as far east as Chicago. 

In making the reductions on vegetables and melons, the 
transcontinental carriers abandoned the graded rates that have 
heretofore been in effect in the eastern groups of destination, 
thereby avoiding the necessity for asking for fourth section re- 
lief. The new rates will be blanketed at $1.75 at all destinations 
between the Atlantic ocean and the Illinois-Indiana line, north of 
the Ohio and Potomac rivers. The grading from points of origin 
will also be abandoned for the early stated rate of $1.75 per 100 
pounds. The rates that are to be superseded range from $1.835 
to $2.085, so the cuts will range from 8.5 to 33.5 cents per 100 
pounds. 

The cuts are not as heavy as desired by the growers of 
melons and vegetables. They wanted heavier reductions. They 
told Henry J. Ford, special examiner for the Commission, who 
took testimony on the subject in the far west, that they could 
not live unless the rates were reduced to substantially the level 
that prevailed prior to Ex Parte 74. Some of them voiced their 
objections to the proposed cuts in telegrams to the Commission 
because they held them to be too light, but the Commission 
could do no more than act on the application of the carriers 
as made. It could not order any lower adjustment, because. it 
had not held a formal hearing, or reached a conclusion that the 
rates were unreasonable per se or in relation to some other rate. 
In a telegram to Chairman Clark, the transcontinental carriers 
announced their intention to publish a rate of $1.50 on apples. 
Short time, however, will not be required on that rate, because 
Countiss will have opportunity to give statutory notice on the 
tariff carrying that rate and get it into operation by the time 
the apples are ready for shipment. 


CITRUS FRUIT RATE NEGOTIATIONS 


The Trafic World Washington Bureau 


Negotiations between the traffic executives of transconti- 
nental lines and representatives of the Pacific coast citrus fruit 
industry, according to declarations of representatives of citrus 
fruit shippers relative to reductions in the rates on oranges and 
lemons, have reached the point where the railroad men have 
proposed to the citrus fruit shippers that in return for a 10 
per cent reduction in the rail rates, the shippers shall agree to 
abandon their efforts to have ships equipped with refrigeration 
for the carriage of their products to eastern markets via the 
Panama Canal. 

A proposal to that effect was made to the shippers by W. G. 
Barnwell, assistant freight traffic manager of the Santa Fe; 
A. S. Edmonds, traffic manager of the Sale Lake line, and G. W. 
Luce, traffic manager for the Southern Pacific, according to a 
statement issued in Washington, June 11, by C. S. Whitcomb, 
president of the Pacific Producers’ Association and vice-presi- 
dent of the California Fruit Growers’ Exchange. In his state- 
ment Mr. Whitcomb said: 

“We cannot consent to the provisions advanced by the rail- 
roads for the reduction in freight rates. I will continue my 
plans here to have a large number of intercoastal steamships 
provided with refrigerated space to carry our products in Cali- 
fornia and the perishable products of the Northwest to the 
Atlantic coast. 

“The proposition advanced by the — in conference with 
the representatives of the California shippers was to lower the 
rate on oranges from $1.92 per hundred pounds to $1.70, and 
on lemons from $1.66% per hundredweight to $1.50 per hundred- 
weight, with the provision that the minimum loading weight per 
car be increased in both cases.” 

In a formal answer to the railroads’ proposals, F. O. Wall- 
schlaeger, secretary of the California Citrus League, issued the 
following statement: 

“The railroads offered to reduce the rate on oranges from 
$1.92 per hundred to $1.70 per hundred and on lemons from 


. $1.661%4 per hundred to $1.50 per hundred, effective November 1. 


This proposed reduction is equivalent to 11 per cent on oranges 
or 17 cents per box and 10 per cent on lemons, or 14 cents per 
box. The rate on oranges has been increased since June, 1918, 
67 cents per box and on lemons 56 cents per box, or 86 per cent 
and 71 per cent, respectively. 

“The proposal by the railroads was contingent upon the 
industry accepting two conditions: First, that the minimum 
load on oranges be raised from 26,700 pounds per carload to 
36,000 pounds, or 9,300 pounds above present tariff requirements 
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and that the minimum load on lemons be raised from 26,200 
pounds per carload to 34,000 pounds, or an increase of 7,800 
pounds; second, that the industry agree to eliminate shipment 
of citrus fruits by way of Panama Canal. The railroads stated 
that no condition has been attached to reduction of rates on 
any other industries, it applying to California citrus fruits alone. 
The proposal made by the railroads is on the face of it unfair 
and there is no power on part of shippers to accept any such 
condition. 

“During the war, at the request of the Food Administra- 
tion, and since that time, the citrus industry co-operated with 
the government by voluntarily increasing the load per car and 
minimum loads. which the railroads now seek to make effective 
in their tariff. The industry has voluntarily continued to ship 
these heavy loads since ending of the war, though no consid- 
eration has been given the industry by railroads in their rate 
in response to the voluntary action by the shippers. Heavier 
loading has been disadvantageous to the industry by restricting 
distribution of citrus fruits in smaller markets and the railroads 
have not given the industry credit for any part of the saving. 

“Since the war the industry, recognizing the need of larger 
revenues and of conserving car supply, has been able through 
voluntary action to generally continue this heavier loading and 
it thereby added greatly to the revenues of the railroads with- 
out any corresponding reduction in rates on their part. Spe- 
cifically, the citrus industry has voluntarily contributed to the 
revenue of the railroads approximately $100 per car on oranges 
by heavier loading, as compared to the reduction of $79.28 per 
car which the railroads seek to make effective. The industry 
continued heavy loading not only for purpose outlined but 
with the expectation that it would be granted a corresponding 
benefit by the railroads through reduction in rates. 

“To accept such conditions by the industry is impossible. It 
is inconceivable that the shippers of the Pacific coast. should 
agree to deny themselves the benefits which the building of the 
Panama Canal has conferred upon the California industries.” 

G. Harold Powell, general manager, California Fruit Grow- 
ers’ Exchange, in a statement declared: 

“I am amazed that California railroad lines propose to make 
the slight reduction in the freight rates on oranges and lemons 
contingent on the agreement by the citrus industry to consent 
to the raise in minimum carload weights and on eliminating 
shipments via the Panama Canal. This proposal is an attempt 
to have the citrus industry boycott the canal and would reduce 
benefits which the canal will confer upon southern California 
industries and throttle development of coast-to-coast traffic by 
the American merchant marine, which has made such a prom- 
ising start. 

“Any organization that would make such an agreement 
would be quickly disrupted. No such condition has been at- 
tached to voluntary reduction in rates of similar proportions for 
other fruits and vegetables shipped from other sections of 
Pacific coast and it is an unjust discrimination against indus- 
tries of southern California.” 

The shippers, in their negotiations with the railroads, in- 
sisted that they needed a rate of $1.44 on oranges to enable 
them to live. On account of the competition of Sicilian lemons 
they told the railroads they had not the heart to say how low 
the rate on them should be, because they felt that the railroads 
could not afford to make the rate low enough to assure a profit, 
at present prices, except to the most favorably situated growers 
of lemons. 

Mr. Whitcomb, president of the Pacific Producers’ Associa- 
tion, announced, June 13, he would leave Washington for New 
York that day to confer with steamship interests, for the pur- 
pose of arranging for vessels to carry fruits and vegetables 
from the Pacific coast via the Panama Canal. That was his 
answer, he said, to the proposal of the railroads “of a slight re- 
duction in freight rates on oranges and lemons contingent on 
the agreement by the citrus industry to eliminate shipments by 
the Panama Canal.” 

Mr. Whitcomb said the Pacific Producers’ Association, which 
was organized ten days ago in Seattle, was formed primarily for 
the purpose of enabling the fruit and vegetable interests of the 
Pacific coast to secure such economical transportation as would 
make possible a price within the reach of the Atlantic coast 
consumer. “The consumer fixes the price,” said Mr. Whitcomb, 
“and our hope is to be able to come within that price. In 
answer to any criticism which has been made recently concern- 
ing the price of lemons, I want to say that in hot spells, such 
as we are now experiencing, it is impossible to keep lemons at 
a normal figure. Invariably the price skyrockets in these hot 
spells and there is no way to prevent it, as can be readily under- 
stood.” 

Proposals made by the transcontinental railroads for the re- 
duction in the freight rate on citrus fruits, providing the ship- 
pers promise not to use the Panama Canal in reaching the East- 
ern markets in the future, were termed unfair, June 14, by Sena- 
tor Shortridge of California. 

“The proviso attached to the reduced freight rate offer made 
by the railroads—that is that the shippers should not use the. 
Panama Canal in the future—is unfair and unjust,’ Senator 
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Shortridge declared. “The Panama Canal was built that the 
American people might have the advantage of less expensive 
transportation from coast to coast. The proposal of the rajj. 
roads would bar a particular section of the country from thege 
advantages. 

“There is only one question at issue. That is the reasonable. 
ness of the freight rates. If the rates on California citrus fruits 
are too high they should be lowered with no provision concern. 
ing the use of the canal. It is absolutely necessary that lower 
freight rates be ordered that the California fruit and vegetable 
crops may be moved without great loss to the producer.” 


FRUIT AND VEGETABLE SHIPMENTS 


The Trafic World Washington Bureay 


In the first five months of 1921 the railroads of the country 
moved 376,946 carloads of fruits and vegetables in comparison 
with 315,342 carloads in the corresponding months of the preced- 
ing year, an increase of 61,604. These are the figures of The Mar. 
ket Reporter, an official publication of the department of agricul- 
ture, dated June 11. They include statistics for the week ending 
June 4, so they cover a few days beyond the first five months. 
The comparison, however, is for exactly the same period in 1920. 

Citrus fruits are not included in the table of figures prepared 
and published by the department of agriculture, as to the rates 
on which the west coast growers and commission merchants 
have said much. The table shows that of the increase of 61,604 
carloads, California furnished 4,319. Of that last mentioned in- 
crease in carloads, shipped in the five months under comparison, 
3,232 represented shipments of new and old white potatoes, 
shipped by California to various markets. Deducting that in- 
crease in shipments of new and old white potatoes from the 
total increase in California shipments of 4,309 leaves a net in- 
crease for California of 1,087 carloads in the five months’ period 
of this year as compared with the corresponding period of 1920. 

Apparently short haul shipments account for much of the 
increase, especially in apples. California shipped only boxed 
apples. In the five months period under comparison, the Cali- 
fornia shipments increased, 1921 over 1920, from 4,150 carloads 
to 4,327. Washington, however, decreased from 27,160 to 20,183. 
New York, however, increased, not in boxed but in barreled ap- 
ples, from 10,233 carloads to 32,549, or practically one-sixth of 
the entire increase. Virginia increased her apple shipments from 
7,075 to 8,020 carloads. West Virginia increased her shipments 
from 2,849 to 4,639 and all other sections increased from 15,290 
to 17,784. 

Other large increases tend to support the theory that the 
increase of 61,000 carloads was due to increases in comparatively 
short haul traffic to the big markets. This is shown by the fact 
that South Carolina increased its carload shipments of cabbage 
from 948 to 3,114, while Texas shipments decreased from 4,831 
to 1,658. The Norfolk, Va., district increased its cabbage ship- 
ments from 88 to 1,890, and the eastern shore of Virginia from 
54 to 497 carloads. 

A fact that would seem to negative the theory that the in- 
crease was largely, if not wholly, on the short haul stuff is 
furnished by the fact that California increased lettuce ship- 
ments from 4,935 to 7,667. Another fact of that character is 
that — increased the shipment of mixed vegetables from 258 
to 1,258. 

An amazing fact is that the shipments of Georgia peaches 
increased from 95 carloads in the first five months of 1920 to 
1,567 in the corresponding months of 1921. That difference ma 
be accounted for by a difference in the season, causing the 
peaches to come earlier to market in 1921 than in 1920. Spring 
weather came early in 1921 and that probably accounts for the 
great difference in the shipments in the first five months. 


Florida increased tomato shipments from the east coast from 
2,917 to 3,236 cars and from the other parts of the state from 
364 to 2,096. Texas also increased shipments of tomatoes 141 
to 501 cars. 

A large percentage of the total increase is due to the shiD- 
ments of potatoes. In the first five months of this year potato 
shipments consisted of 186,755 cars as compared with 159,927 in 
the first five months of 1920. Apples constituted the next largest 
movement. In the first five months of 1920, 45,579 cars of boxed 
apples were shipped; in the corresponding months of this year 
only 35,022 were forwarded. However, the total of apples shipped 
was greater in 1921 than in 1920, because the shipments of bal- 
reled apples in 1921 amounted to 63,989 carloads in comparison 
with 41,278 in the first five months of 1920. 

The complaint of cabbage growers that the high rates were 
curtailing the movement may have been justified in part at least, 
because in the first five months of 1920 13,044 carloads moved, 
while in the corresponding period of 1921 the movement col- 
sisted of only 11,659 carloads. ‘ Lettuce, however, more than off- 
set the decrease in cabbage, because shipments of that salad ma 
terial increased from 8,790 cars in 1920 to 12,031 cars in the first 
five months of 1921. 

Fewer onions were used in the salads in 1921, presumably, 
because the onion shipments decreased from 6,148 cars in 1920 
to 4,704 in 1921. There was a notable increase in the shipment 
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of mixed vegetables, the figure of 5,868 cars in 1920 being re- 
placed by 7,181 in the first five months of 1921. 

There was also a big increase in the shipment of strawber- 
ries; the movement going up from 5,139 in 1920 to 9,122 in 1921. 
Sweet potatoes also showed an increase, from 6,161 in 1920 to 
9,175 in 1921. 

Watermelons increased from 127 to 1,556; the movement of 
peaches also increased wonderfully in the first five months of 
1921 over the corresponding period of 1920, the increase being 
from 101 cars in 1920 to 1592 in 1921. 

The statistics shown by Secretary Wallace’s official publica- 
tion covered the week ending June 4, 1921. That was a good 
week in comparison with the corresponding week of 1920. In 
1921 the movement of all fruits and vegetables was 8,105 cars as 
compared with 6,904 in 1920. An equally good or better showing 
was made by March, April and May of 1921 in comparison with 
the same months of 1920. March of this year showed an in- 
erease in carloads from 25,185 in 1920 to 20,990 in this year. 
April increased from 20,250 to 31,035 and May from 23,221 to 
34,524. 

The table of figures reported by the Secretary of Agriculture 
in his official .publication does not go into the question of the 
profit or loss of the shippers. In other parts of his publication 
the secretary published a diagram showing the remarkable de- 
cline in the prices received by the farmers for potatoes in 1920 
and 1921. His chart shows that, in September, 1920, the farmer 
received about $2.20 per 100 pounds for potatoes in Chicago, and 
that by May, 1921, the price had declined to about 75 cents per 
100 pounds, the quotations being made on No. 1 northern round 
white. The secretary’s report said that there was an almost un- 
interrupted decline from September, 1920, to May, 1921, the only 
notable exception being the slight recovery in late October, 1920, 
and the middle of February, 1921. Since the season’s low point 
was reached, in the latter part of May, 1921, a third recovery has 
taken place averaging about 10 per cent above the season’s low- 
est point. 

In the weekly review of the fruit and vegetable market Sec- 
retary Wallace commented on the state of the market for Texas, 
California, Georgia, Florida and Virginia. He said that Texas 
yellow Bermuda onions were dull in eastern markets. He said 
that Florida tomatoes were in good demand in New York whole- 
sale markets and the prices were slightly higher, and that de- 
mand was good for sound stock. 

Heavy hauling early in the week, he said, from California 
shipping points lowered the prices of salmon tint cantaloupes to 
around $3 per crate. He said that standard 45s closed at $2.25 
f. 0. b. cash track. Prices declined, he said, $2 to $4 per crate 
in consuming centers, closing at $5 to $8, the eastern markets 
holding best at $6.50 to $8. Chicago reported an extreme decline 
of $4.50 per crate, closing weak at $5 to $5.50. 

“No particular reason other than increasing receipts in that 
market seems to account for such a break,” said the official bul- 
letin of the Secretary of Agriculture. “About 1,000 cars of canta- 
loupes were shipped from the Imperial Valley of California dur- 
ing the week compared with 130 last week.” With regard to 
peaches from Georgia, Secretary Wallace said that the demand 
was good at a range of $1.75 to $2.75 in six basket carriers and 
bushel baskets, in eastern markets. Early Rose peaches com- 
manded from $2.75 to $3.75. 

With regard to Florida watermelons the secretary said the 
demand and movement had both been good; medium sized mel- 
ons in New York bringing from $500 to $1,000 per car and $500 
to $800 in Philadelphia. The movement was 687 cars compared 
with 447 the preceding week and with 78 cars during the cor- 
responding period last season. California and Texas had rolled 
a few cars, Secretary Wallace said. 


With regard to cabbage, about which the fruit and vegetable 
growers have had much to say, Secretary Wallace reported that 
Virginia cabbage had recovered in Philadelphia, touching $3 per 
100-pound crate early in the week, but declined again to a range 
of $1.25 to $1.50. The New York market, Mr. Wallace said, was 
slightly stronger, reaching $2.25 to $2.50 per crate. The highest 
prices ruled in Pittsburgh, where Virginia stock reached $4.50 
early in the week and closed at $3 to $3.50 June 4. 


ASK PETROLEUM RATE ADJUSTMENT 


While asserting that the question of a general adjustment of 
rates should be left until some future time, a resolution drawn up 
by the American Petroleum Institute, at a conference at which 
representatives of the National Petroleum Association and the 
Western Refiners’ Association were present, states that there 
are some adjustments which might be made that would stimulate 
traffic and so help both the carrier and the shipper. 

Such an adjustment is proposed on petroleum and its prod- 
ucts in Official and Southern Classification territories. The reso- 
lution, which has been mailed to the oil trade with the request 
that comment be made as to the “desirability of the industry per- 
Suing the subject in the manner outlined,” is as follows: 

At a meeting of a special committee of the Institute, for the pur- 


Pose of expressing the attitude of the Institute, subject to the ap- 
Proval of the board of directors to the traffic division of the American 
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Railway Association, on the question of the readjustment of the rates 
on petroleum and its products, it was resolved: 

1. That it is the sense of this meeting that the general liquida- 
tion in business, and the decreases in the cost of labor and of com- 
modities will eventually result in the lowering of railroad costs, and 
possibly make available in the future some general revision of rates, 
or a revision of rates upon particular commodities, but it is not now 
apparent what ultimate changes, if any, will be either necessary or 
advisable. The question of general adjustment, therefore, should be 
left until it becomes more apparent than it is now, what the final 
rate structure should be. . 

That, however, there are adjustments in rates which can be made 
now which will tend to stimulate traffic, and help both the railroads, 
the shippers and the consumers of commodities. 

As a step toward improving the immediate situation of the rail- 
roads and of the shippers, we suggest the following: 

2. ‘hat in what is known as Official Classification territory the 
rates be readjusted upon the basis of rates in effect January, 1917, by 
the addition thereto of the percentages authorized by the Interstate 
Commerce Commission in Ex Parte 74 for intra-territorial shipments, 
namely, 40 per cent. 

. That in the Western and Southern Classification territories the 
local rate effective at present shall be reduced 15 per cent, plus a 
specific reduction of 4% cents and the proportional rates in the same 
territories 15 per cent plus 2 or 2% cents per 100 pounds, whichever 
was authorized in Freight Rate Authority 96. 

4. That the traffic division of the American Railway Association 
be requested to provide by proper procedure, at the earliest possible 
date, for the elimination in all territories of the so-called minimum 
rate as applied to petroleum and its products, thereby enabling the 
carriers to make effective short haul rates on petroleum and its 
products that will restore the tonnage to the carriers in short haul 
transportation. 

5. The committee in suggesting the aforesaid percentages and 
basis of rates to which they are to be applied make the suggestion 
in tentative form subject to alteration either by the petroleum in- 
a? or the traffic division of the American Railway Association, or 
»cth. 

The aforesaid basis and percentages have been tentatively arrived 
.at by the various factors of the industry in joint conference for the 
purpose of meeting the views of the traffic division of the American 
Railway Association. 

6. That the American Petroleum Institute be requested to take 
charge of the collection of data for presentation to the traffic division 
of the American Railway Association and that the conduct of the 
case be placed in the hands of Fayette B. Dow. 


The resolution was mailed from the offices of the American 
Petroleum Institute on June 10. On the same day an invitation 
was sent to petroleum shippers in Trunk Line territory by R. M. 
Collyer, chairman of the Trunk Line Association, to attend a 
conference in Chicago, June 16, at which a proposition submitted 
by refiners in C. F. A. territory is to be considered. The letter 
reads: 

“Based upon request for reconstruction of petroleum rates, 
received from refiners in €. F. A. territory, a proposition is to 
be considered at a conference with shippers in Chicago next 
week, which contemplates some reductions in the present local 
rates applicable from points in C. F. A. territory and some in- 
creases in proportional rates from the junctions of the C. F. A. 
lines with roads in other territories. 


“It is not clear what effect this may have upon the rates 
on petroleum moving into Trunk Line territory or moving from 
refineries in Trunk Line territory, and it would seem to be in 
the general interest that the refining interests located in Trunk 
Line territory be advised of the proposed conference, which is to 
be held in the rooms of the Central Freight Association, Trans- 
portation Building, Chicago, at 10:30 a. m., daylight saving time, 
June 16.” 


RATE REDUCTIONS ON WOOL 


Wool was added to the list of commodities on which the 
western transcontinental carriers intend to make reductions 
when R. H. Countiss sent to the Commission his fourth section 
application No. 17, June 14. The application seeks relief from 
the provisions of the fourth section in connection with rates on 
wool and mohair, carloads, from Pacific coast terminals to points 
in eastern defined territory, groups A to J, inclusive, under Tariff 
No. 3-0, I. C. C. 1087, and No. 2P, I. C. C. 1084. 


Points of origin are grouped under California terminals and 
north Pacific coast terminals as follows: California: East San 
Pedro, Oakland, Richmond, San Diego, San Francisco, San Pedro, 
Wilmington. North Pacific Coast: Aberdeen, Anacortes, Bell- 
ingham, Cosmopolis, Everett, Hoquiam, Seattle, South Belling- 
ham, Tacoma and Vancouver, Wash.; Astoria and Portland, Ore.; 
New Westminster, Prince Rupert, Vantouver and Victoria, B. C. 
The proposed rates are as follows: 





From ‘‘North 
From Pacific 
Minimum ‘‘California Coast 


Articles Weight Terminals’’ Terminals’ 
Wool, in grease, ete., as described in 
Item 1585 of “Tariff 3-‘O’”’....... 24,000 135 
Same as 
provided 
in Item “> 
1080 of 


Wool, in grease, etc., as described in ‘Tariff 
Item 1080.of “Taril 9-P"".......00«: 2-P” es 135 
Wool, pulled, etc., as described in 


item: 1500 of “Tastl 2-°O" * <...cc00 24,000 150 
Wool, pulled, in bales, compressed to 

not less than 12 lbs. per cubic foot 24,000 ae 150 
Wool, scoured, ete., as described in 

Item .1696. of “Zarit $-'O’ * .......<.. 20,000 175 


Wool, scoured, in square bales, ma- 
chine compressed to not less than 
20 TOE. POP CURIO BOOL..6 6 cvecsecs 24,000 ren 175 





1300 THE TRAFFIC WORLD 


From points intermediate to the “terminals” above desig- 
nated it is proposed to apply rates as follows: 


(1) Rates made by adding to the rates herein proposed from the 
“terminal” (designated above) which is nearest the origin of ship- 
ment, the local rate published for use upon interstate traffic from 
origin point to such nearest ‘‘terminal’’ point. 

By the “nearest terminal’ is meant the ‘‘terminal’’ to which the 
lowest local rate available for use upon interstate traffic applies, and 
not necessarily the ‘“‘terminal’’ situated geographically nearest the 
point of origin. 

(2) Rates made by combination of local rates via such junctions 
as Albuquerque, N. M., El Paso, Tex., Ogden, Utah, etc., or junction 
points east thereof. 

(3) Through commodity rates published in the following tariffs: 
Atchison, Topeka & Santa Fe Ry.—Tariff 5834 K, i. C. C. No. 9036. 
Canadian Pacific Ry.—Tariff E-3495, I. C. C. No. E-2151. 
co - * ween & St. Paul Ry.—G. F. O. 1176-E, I. C. C. No. 


El Paso & Southwestern System—Tariff 1072-G, I. C. C. No. 1131. 
Great Northern Ry.—G. F. O. 1029-C, I. C. C. No. A-4732. 
Northern Pacific Ry.—Tariff 1283-F, I. C. C. No. 6617. 

Oregon Short Line—Tariff 2371-G, I. C. C. No. 2256. 


The rates at present in effect from the above designated 
“terminals” are as follows: 








From 
i “North Pacific 
Item Articles To Points ‘California Coast 
Taking Ter- Ter- 
minals’”’ minals’”’ 
1585 of Wool, etc., in grease Group A, B, C, Rates in cents per 100 
“Tariff (as described), less D, E, G or Ibs. 
3-°Q”’ ”” than carloads. H rates *166% 
Group J rates *156% 
1080 of Wool, etc., in grease Group A, B, C, oe: 166% 
“Tariff (as described), car- D, E, F or G ae 156% 
2-p” loads, min. wt. as rates 
shown in tariff. Group J rates 
Group A, B, C, 
1590 of Wool, pulled (as de- m= 2, @ *183% 
“Tariff scribed), less than or H rates *172 
“a carloads. Group J rates 


Group A, B, C, No specific 
D, E, F, or through 


Be atas Pana Wool, pulled. G rates an rates 








Group J rates published 
Group A, B, C, 

1595 of Wool, etce., scoured ym » FF, & *216% 

“Tariff (as described), less or H rates *203 

ee | than carloads. Group J rates 

1085 of Wool, scoured (as Group A, B, C, 

“Tariff described), in car- D, E, F or ae 250 

2-P” loads, min. wt. as G rates — 234% 


shown in tariff. Group J rates 





*From Richmond, Cal., the present rate is 8 cents per 100 pounds 
higher than the present rate from other ‘‘California Terminals.”’ 


The proposed rates are necessary, according to the applica- 
tion, to meet rates available from California ports and from 
north Pacific coast ports to the Atlantic seaboard in connection 
with steamer lines operating through Panama Canal, taking 
into account the value of the superior rail service as, well as the 
expense of moving shipments by water. 

Attention is directed to the fact that the present rates from 
Pacific Coast terminals are lower than from intermediate points, 
this adjustment having been authorized by the Interstate Com- 
merce Commission in the wool case, 23 I. C. C. 151, and fourth 
section order 2814, May 6, 1913. “We believe,’ states Countiss, 
“this application is necessary only because the various 
increases made in the rates from both the terminal and in- 
termediate points and the reduction now necessary from the 
terminals to meet a more active water competition will result 
in an increase of the difference between the rates from the ter- 
minals and the higher rates from intermediate points.” 

The rates quoted from Pacific coast ports to Atlantic sea- 
board by water lines in the Pacific coast service are for wool, in 
grease, in bales, 90 cents, and for wool, scoured, in bales, $1. 


TRANSPORTATION ACT BLAMED FOR 
HIGH RATES 


The Trafic World Washington Burcau 


In an attack on the Republican administration, Senator Har- 
rison of Mississippi declared in the Senate, June 14, that an 
“alleged achievement” of the administration was, as reported in 
a newspaper friendly to the Harding administration, that ‘the 
administration already has taken up the subject of getting the 
transportation system upon a satisfactory basis with a view to 
reducing railroad rates.” 

“So it is claimed as an achievement of the party that there 
will be a reduction in railroad rates,” said the senator. ‘Yet the 
standard bearer of the party in the last campaign pronounced, as 
the greatest accomplishment of a Republican Congress, the pas- 
sage of the Esch-Cummins bill. If there is anyone satisfied with 
the Esch-Cummins railroad bill that was pronounced by Mr. 
Harding when a candidate for the Presidency as a great achieve- 
ment, I have not seen him.” 

The senator declared the people of the country were being 
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prevented from shipping their products to markets because of 
the “unusual and heavy transportation rates.” 

“All of this is due to the passage of a measure that your 
party is responsible for and for which your President spoke in 
most laudatory terms of approval on an hundred occasions in the 
last campaign,” said Senator Harrison. 

Senator McKellar of Tennessee inquired whether any senator 
on the floor was pleased with the transportation act. Senator 
Borah replied that some of the senators on the Republican side 
were not pleased with the act and never were. 

Senator Harrison said the only evidence he had seen on 
which to base the claim that freight rates were to be brought 
down was that the President walked over to the Interstate Com- 
merce Commission one day and “expressed the view privately to 
some employe or perhaps a commissioner that the rates should 
be lowered to some extent on fruit.” 

“It takes more than that to remove the burdens imposed 
by this bill from the backs of the American people,” continued 
Mr. Harrison, ‘“‘and this false claim only accentuates the pres- 
ent deplorable transportation conditions for which you are re- 
sponsible.” 


ASK LOWER WATERMELON RATES 


The Trafic World Washington Bureau 


At the request of watermelon growers in Georgia, Senator 
Harris of that state has revived his effort to obtain reductions 
in the rates on watermelons to all markets east of the Mississippi 
River. The announcement by the transcontinental carriers of an 
intention to reduce fruit and vegetable rates afforded a reason 
for writing letters to the Commission on the subject, notwith- 
standing the fact that the carriers have said they could not af- 
ford to reduce rates and that the Commission had not the power 
to do so, except after formal proceedings had convinced it that 
the rates are not in accord with the mandate of the law. As 
a matter of policy the Commission has no power whatever. It 
cannot order rates down for no reason other than that, in its 
judgment, lower rates would attract a larger volume of business. 
It would require testimony other than expressions of opinion 
that lower rates would bring more business to warrant an order 
directing a reduction of rates. 


BEEK ON .REDUCED RATES 


J. H. Beek, executive secretary of the National Industrial 
Traffic League, in reply to a request from a trade publication 
that he prepare for it a technical article as to the present rail- 
way rates in relation to the industry concerned, “emphasizing 
the manner in which they burden that industry and offering a 
solution of the problem,” has replied as follows: 


I desire, as indicating my personal views, to make this observa- 
tion. It is not made with reference to your commodity any more than 
to other commodities. It is the opinion of well informed men, in 
commercial as well as financial circles, that we have now come to the 
parting of the ways on the railroad problem. The railroads must be 
permitted to earn enough money to pay their operating costs—the 
maintenance of their properties, the interest on their bonded indebted- 
ness, and such a reasonable amount over and above these fixed 
charges, for returns upon the money invested in their stocks, as will 
enable their managements to command the funds necessary to make 
needed improvements,. and keep pace with the developments of the 
country and its commerce. If they are not to be permitted to do this, 
then the only other alternative is government ownership and opera- 
tion. 

While in Washington last week I had occasion to discuss this 
subject at considerable length with some members of Congress and 
they were most emphatic in their statements that neither sentiment 
nor prejudice could be allowed to influence Congress or the Interstate 
Commerce Commission in dealing with this most vital problem. The 
railroad -business does not differ greatly from other lines of business 
in its economic aspects, except in its magnitude. Second to agricul- 
ture it is the largest industry in the United States and it is so 
related to agriculture and every other industry that there can be no 
permanent prosperity for any of them unless the railroads are able 
to meet every demand made upon them for transportation promptly 
and efficiently. It will not be denied, I think, that they have not been 
able to do this since 1914, barring, of course, the abnormal period of 
depression existing since last December. The railroads of. the country 
must pay their way, just as any other business enterprise must pay 
it way, or failing to do that, go to the wall. 

The railroad problem, in its last analysis, is the shippers’ problem, 
because it is the shippers who use the railroads. The shippers require 
service, and without adequate transportation facilities they cannot 
conduct their own business enterprises. Rates, of course, can never 
be higher than the traffic will bear—that is to say, the nature of the 
commodity, its point of production, the competitive features that 
enter into its manufacture and sale, ete., must all be taken into 
account, and the rates adjusted in the light of all these facts, but the 
rates, as a whole, must produce such earnings as will enable the 
railroads to properly function in behalf of the public. It is sur- 
prising and decidedly alarming, that any one can be found to take 
issue with a statement so fundamentally sound. The general con- 
demnation of the railroads and wholesale attacks upon their revenues, 
such as we have constantly witnessed for the past few years, will 
no longer be productive of good, either to the shippers or the con- 
suming public. Both require transportation—efficient transportation— 
and the rates charged for transportation must be such as to enable 
the railroads to furnish it. 

The railroad problem, as I see it, can be concisely stated in three 
sentences, as follows: ‘ 

(1) Adequate transportation facilities to move the commerce of 
the country expeditiously and economically. ' 

(2) Adequate service to the public at reasonable and non-discrim- 
inatory rates. 

(3) Adequate revenues for railroads to enable them to provide 
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the adequate facilities and the adequate service to which the public 


is entitled. P . 
It is natural that shippers should want low rates, but shippers 


should understand that rates which do not yield sufficient revenues 
are in the end harmful to them. What constitutes reasonable and 
non-discriminatory rates must necessarily be left to the determination 
of the Interstate Commerce Commission, the body created by Congress 
to administer the act to regulate commerce. ; 

It is my judgment that your and other publications could not 
perform a greater service for their readers than to attempt to create 
an intelligent and unprejudiced public opinion upon the railroad 


problem. 


FEED ASSOCIATION CONSIDERS RATES 


Resolutions condemning attempts to make horizontal de- 
creases in freight rates at the present time were passed by the 
American Feed Manufacturers’ Association at its annual meeting 
in St. Louis, June 9 and 10. The members of the association took 
the position that the inadequate transportation service of a 
year ago would recur unless the carriers are given sufficient 
revenue at the present time to allow them to build up proper- 
ties. The resolution is as follows: 

Whereas, The commercial business of the United States is de- 
pendent for its maintenance and continued development, upon an 
adequate transportation service; and, 

Whereas, ‘he railroads of this country, following the period of 
war service and government operation, are sadly in need of increased 
revenue to meet necessary current expenses, increased equipment and 
rehabilitation and development of other facilities in line with the 
demands of our normal business requirements; and, 

Whereas, A year ago all shippers were suffering severely from 
lack of car supply and inadequate transportation service, which condi- 
tions will certainly recur when commercial business returns to a 
normal state, unless in the meantime during this present period of 
business depression, an opportunity is given the railroads to main- 
tain the necessary revenue in order to build up their properties to 
insure to shippers an adequate service under a normal flow of 
business; therefore, be it 

Resolved, That the American Feed Manufacturers’ Association, in 
convention assembled, does hereby express its disapproval of any 
general or horizontal decrease or reduction in freight rates, believing 
that while there are undoubtedly many commodities on which the 
freight rates are so high as to prevent a free and proper movement 
at present, there are many others not affected by the present level 
of rates, as to distribution, sale or movement, in any way whatso- 
ever; and, be it further 

Resolved, That it is the view of this association that the matter 
of reduction in freight rates on any commodities, or in any cases, 
should be presented in a proper and orderly manner to the railroads 
or to the Interstate Commerce Commission, and such cases adjusted 
on their merits. 


WAGES OF RAIL WORKERS AND OTHERS 


The presentation made on behalf of the Nashville, Chatta- 
nooga & St. Louis Railway by Fitzgerald Hall, its general coun- 
sel, at the recent hearings on wage reductions before the Labor 
Board, contained some interesting facts as to wages brought 
out by comparing those paid to railroad workers with the sal- 
aries of various highly trained men holding positions of trust. 

Some of the most striking coomparisons made by Mr. Hall 
were as follows: 

“The principal of the high school at Nashville, the educa- 
tional center of the South, receives $250 per month, while yard- 
masters receive $305. 

“High school teachers at Paducah, Ky., receive $125 per 
month; at Chattanooga, $148; at Huntsville, Ala., $125, while 
blacksmiths receive $185.51 and yard switchmen $188.56. 

“The average Presbyterian preacher in the South—and the 
Presbyterians pay more than the Methodists or Baptists—is 
paid $1,600 per annum—less than one-half the earnings of yard- 
a and passenger engineers; $662.72 less than yard switch- 
enders. 

“Vanderbilt University pays its full professors $3,750 per 
annum; the University of Tennessee, $2,684; the Georgia School 
of Technology, $3,600, while the conductor on the Rome branch 
18 miles long, receives $5,735.88—a sum greater than that re- 
ceived by the judges of the Supreme Court of Tennessee. 

“The negro flagman and proter on one of our branches 
receive $146 more per annum than the district attorneys of the 
State of Tennessee. 

“The engineer on the Tullahoma Accommodation receives 
$4,371.92 per annum, being $371.92 more than the governor of 
the state of Tennessee.” 

In the face of these figures, Mr. Hall asserted that “the 
claim that any reduction will deprive railroad employes of a 
living wage of enough to live according to proper American 
Standards is refuted by facts.” 


WORKING AGREEMENT DEVELOPMENTS 


While there has been no official announcement at the Labor 
Board, it is generally understood that considerable progress is 
being made by railroads and their employes in negotiating rules 
and regulations for application on July 1, as ordered in the 
board’s decision, No. 119 of April 14. A considerable number 
of these agreements between individual roads and their employes 
are understood to be already in the board’s offices, awaiting their 
approval. It is also understood that there are a number of in- 
stances in which no agreements were reached at conferences be- 
tween managements and employes, in which instances rules and 
Tegulations will have to be prescribed by the board. 
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A number of cases in which the negotiations have been held 
up will be expedited by three decisions handed down by the board 
on June 10, but not made public until June 14. These cases 
involved the recognition by the board of the so-called system 
federation, which consists of the six shop crafts affiliated with 
the American Federation of Labor. The system federation in- 
sisted that it was its right to negotiate for all the men included 
in the six crafts in all the departments of any one road. Three 
test cases were brought before the board by the American Fed- 
eration of Labor, -involving the Texas & Pacific Railway, the 
Chicago & Eastern Illinois Railroad and the Chicago, Burling- 
ton & Quincy. All three decisions upheld the unions in their 
contentions, with certain reservations regarding ‘special rule= 
which may be necessary to cover certain specific instances. These 
roads and a number of others with whom this question was 
raised will now resume negotiations. 


CLASS RATES TO NATCHEZ 
The Trafic World Washington Bureau 


In argument, June 9, on the commodity rate feature of the 
Natchez case, in which the Commission struck down class rates 
prescribed by the Louisiana state commissioners, Wylie M. Bar- 
row, attorney for the Louisiana body, suggested to the Commis- 
sion that it has not the power to extend, for an indefinite period, 
its order, entered in the class rate part of the case before the 
Commission was given the power to make its orders run “until 
otherwise ordered.” By limitation, the order in the class rate 
part of the case expired on June 2. Before that day arrived the 
Commission extended the order “until the further order of the 
Commission.” 'Thereby it directed the railroads to cease enforc- 
ing rates made in accordance with the orders of the Louisiana 
commission, because the national Commission was of opinion 
such rates caused unjust discrimination against interstate com- 
merce. 

Barrow proceeded with his argument on the theory that the 
Commission had not done anything. The Commission listened 
to him, although the effective date of the order in the class rate 
part of the case had nothing to do with the commodity rate 
feature of the case. He took the position that, inasmuch as the 
intrastate rates, now in effect, and established by order of the 
Louisiana commission, are the same as those prescribed by the 
Interstate Commerce Commission on interstate business, there 
is no unjust discrimination against interstate commerce and 
nothing for the order of the Commission to act upon. He added 
that the Louisiana commission had no desire or intention to 
make any rates that would discriminate against interstate com- 
merce. . 


Charles D. Drayton, for the carriers, argued the matter as if 
it were a case in which a naughty child had been given rod treat- 
ment and was now asking that the rod be thrown away because 
it had no desire or intention. to be naughty again. He wanted 
to know why, if the state commission has no desire to prescribe 
rates not in line with the criteria established by order of the 
federal body, there was such an outcry against the issuance of 
an order that would have no effect. 

Barrow contended that when the rates which had caused the 
discrimination against interstate commerce were removed, the 
jurisdiction of the federal commission over intrastate rates was 
ousted. 


The arguments were made on No. 8845, Natchez Chamber of 
Commerce vs. Louisiana & Arkansas; No. 8920, same vs. Arkkan- 
sas & Louisiana Midland and No. 9036, same vs. same. In a ten- 
tative report on the commodity feature of the original case, No. 
8845, Attorney-examiner Disque recommended application of the 
Shreveport scale of commodity rates. The Commission said that 
that was all right except as to hay, grain and grain products, 
brick and certain other commodities. Then the original case 
was re-opened, at the request of Louisiana, and Examiner Knowl- 
ton made another report and it was upon that feature of the 
case that the discussion was supposed to take place. 


In a broad way of speaking, Louisiana wants the Shreveport 
commodity scale applied from Natchez. Natchez is opposed to 
that because at 200 miles the rates are blanketed. The theory 
is that the rates for hauls of less than 200 miles gives the traffic 
momentum enough to carry it to any greater distance its owner 
may desire to send it, at the rates reasonable for 200 miles. 


B. F. Martin, for the Natchez chamber of commerce, pointed 
out that a scale of that kind is unjust to Natchez because the 
merchants of that city have little business at distances greater 
than 200 miles; that New Orleans, under such a scale could mar- 
ket in north Louisiana at rates no higher than Natchez pays be- 
cause the blanket adjustment would neutralize the disadvantage 
attaching to New Orleans by reason of its greater distance from 
that part of Louisiana. He suggested an extension of the Shreve- 
port commodity scale at least to distances of 450 miles, which 
is the distance covered by the class rate scale. 


Mr. Drayton argued for a scale higher than that prescribed 
in the Shreveport case because, as he-said, the southwestern 
lines are in need of greater revenue than they can obtain from 
the Shreveport scale, even when business is fairly brisk. 
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RAILROAD ACCOUNTANTS MEET 


W. A. Colston, director of the Bureau of Finance of the In- 
terstate Commerce Commission, in an address before the Railway 
Accounting Officers’ Association at Atlantic City, June 10, sub- 
mitted a tentative proposal as the basis for fixing the maximum 
amounts to be included in operating expenses for maintenance 
under the guaranty for the six months following federal control. 
The question of how these amounts should be ascertained has 
been argued at length before the Commission and was referred 
to before the Senate interstate commerce committee by Samuel 
Rea, president of the Pennsylvania. 

Mr. Colston’s proposal is in the nature of a tentative report 
to the Commission on the issue involved. It has the approval 
of the Bureau of Finance, but has not been passed on by the 
Commission. Mr. Colston said in his opinion there had been 
too much discussion “of nice distinctions between the ‘cost of 
labor’ and the ‘price of labor,’” and that the thing to do was to 
put aside everything that had been taken up in the preliminary 
conferences on the subject and base the settlements on the plain 
provisions of the law and the Constitution. He said he did not 
propose “to crucify the carriers on the cross of inaction,” and 
that he was ready to confer with the representatives of the car- 
riers and submit proposals to the Commission. These confer- 
ences were begun with individual carriers this week by him. 

Mr. Colston’s proposed basis of settlement follows: 


1. In fixing the maximum amounts to be included in operating 
expenses for maintenance under the guaranty of section 209 of the 
transportation act, 1920, the bureau will, so far as practicable under 
the accounting test established in the proviso of section 5 of the 
“standard contract,”’ fix such amounts as would have resulted during 
the guaranty period in the same amount, character and durability of 
physical reparation as was applied to the respective carrier properties 
during an average six months of the test period of three years, ending 
June 30, 1917 making due allowance for differences in the amount and 
use of the properties involved. 

. In making adjustments for changes in cost of labor, considera- 
tion will be given to all changes of any character which are included 
in the labor cost of material in place, and will include not only changes 
in price of labor per payroll hour or other unit paid for, but also the 
relation of time paid for to effective time of work, differences in the 
efficiency and cost of labor due to changed personnel, and any other 
elements affecting the aggregate cost of labor, necessary to effect the 
standards of maintenance observed by the carriers respectively during 
the test period. 

3. In fixing maximum maintenance charges for the purposes of 
the guaranty, the charges representing depreciation and retirements 
will be computed upon the same bases for the guaranty period as were 
used in the test period. 3 

4. In the computation of railway operating income or any deficit 
therein for the guaranty period, for the purposes of section 209 of the 
transportation act, 1920, the provisions of paragraph (3) of subdivision 
(f) of the section are provisions limiting the inclusion in guaranty 
computations of maintenance expenses actually charged or chargeable 
on the carrier’s books of account under the accounting rules of the 
Commision and do not contemplate any increase of or addition to 
such charges for the purposes of the guaranty settlement. 

5. While adjustments for differences in the amount and use of the 
properties involved are not merely matters of accounting to be settled 
by the application of fixed and unalterable rules that may be followed 
by accountants or statisticians, and many adjustments thay present 
serious practical questions not to be anticipated by any rules or for- 
mulas, nevertheless, within the limits required by a practical and 
substantial settlement of these matters, certain general rules may be 
determined by men who have had actual and extensive experience in 
the railroad field. Carriers are invited to appoint representatives to 
meet with a committee of the bureau of finance to consider and recom- 
mend fair and workable formulas for the determination of these ques- 
tions, with the right reserved to any carrier involved in a determina- 
tion to show that in its case the general rule would be inequitable. 

There shall first be ascertained the amount, character and cost of 
material used in maintenance during an average six months of the 
test period. That material will be equated so as to ascertain what 
would have been the cost of said material during the test period in 
the aggregate, if the prices had been those current during the guar- 
anty period. The amount thus arrived at will be the allowance for 
material to the carriers during the guaranty period. The carriers will 
next be allowed all of the labor and other expenses incidental to such 
material in place. In a case where the material actually used during 
the guaranty period was in excess of the material thus to be allowed 
for, there shall be allowed for labor and other incidental expenses, 
such portion of the aggregate labor and incidental expense during 
the guaranty period as the material allowed for during the guaranty 
period shall be of the material used during the guaranty period. 


The application of these principles will be made as follows: 

(a) Maintenance of way and structures: There shall first be 
deducted from the total charges for maintenance of way and struc- 
tures for the average six months of the test period the following 
elements: 

Depreciation. 

All charges for retirements based upon original cost. 
Assessments for public improvements, 

Fire losses. 

Injuries to persons. 

Insurance. 

. Possibly joint facilities accounts. 

The remaining expenditures representing the material and labor 
actually expended and directly chargeable to maintenance of way and 
structures, shall be divided so as to ascertain the amount of material 
and the cost thereof utilized during the average six months of the 
test period. Such cost shall be equated at guaranty period prices 
to ascertain the amount for material allowable during the guaranty 
period. In addition to the allowance for material thus obtained, the 
earriers will be allowed the actual cost of labor or other expenses 
incident to putting such materials in place. In ascertaining such 
guaranty allowance for labor and other expenses incident to putting 
such material in place the maintenance of way and structures ex- 
penditures for the guaranty period shall be similarly segregated after 
eliminating those elements indicated above. 


The remaining expenditures representing labor and material are 
to be separated as between the two elements and the ratio between 
the two shall determine the allowance for labor in connection with 
the allowance for material as above stated. For instance, if the test 
period material cost equated at guaranty prices is $100,000 and the 
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total labor cost was twice the total material cost during the guaranty 

period, the labor allowance for the guaranty period will be $200,009, 

To the items of labor. and material thus allowed there shall be addeq 

and allowed the test period items 1 to 6, above mentioned, and the 

whole shall be adjusted as may be necessary for additional aimount 
of property used and for any increased or decreased usage of prop- 
erty as a whole. In cases where the actual material and labor utilizeg 
during the guaranty period was in excess of the amount thus allowed 
the excess will be disallowed. In order that the Commission may he 
advised separately as to adjustments for price and elements other 
than price, it may be necessary to make separate calculations similar 
to those contemplated by exhibits B and C of the executives’ formula, 

(b) Maintenance of equipment. The same procedure as applied 
to maintenance of way and structures will apply to maintenance of 
equipment, except that separate ascertainments will be made as to 
labor and material for the following elements: 

. Steam locomotives. 

Other locomotives. 

Freight train cars. 

Passenger train cars. 

Work equipment. 

Floating equipment. 

. Miscellaneous equipment, or such combination of the ele. 
ments that may be necessary in making said ascertainment. 
Superintendence will be apportioned between the elements 1 to 7 

on the basis that the labor in each element bears to the total thereof, 
Commissioner Meyer, in an address before the association, 

discussed accounting and statistical requirements, and touched 


on their relation to rate changes. 


“New accounts have been set up and old ones modified to 
meet new requirements of law and of practical operation,” said 
Mr. Meyer. ‘What shall be done or required is often a difficult 
question. Everybody inclines to adhere to that to which he has 
become. accustomed. Changes are not always welcome. The 
decisive test whether or not to make a change lies in the public 
interest connected with it. The decision, however, can not be 
made solely from the standpoint of the apparent public interest, 
because there are a good many things which public interest ina 
certain sense might seem to require but which do not promise 
sufficient public and private benefit to warrant the expenditure of 
the sums necessary to put the proposed changes into operation. 
To a large extent public and private benefit from improved ac- 
counts and statistics coincide. 

“Where the public interest is clearly controlling even the 
absence ‘of private-benefit in the narrower sense of the word 
may not stand in the way of doing that which the larger public 
interest requires. There are many interesting things which 
accounts and the statistics based thereon could readily furnish; 
but interest alone is not an adequate test. There must exist a 
dominant public consideration for the requirement. From my 
official standpoint, changes in accounting and statistical require- 
ments find their justification in the necessties of the proper 
administration of the laws with the execution of which the In- 
terstate Commerce Commission has been charged by Congress. 

“We have sometimes been requested to require the compila 
tion of statistics thought to be useful to cities and other politica! 
units in government, as well as private commercial bodies. It 
may be that in the future request for this class of information 
will be more numerous than they have been in the past. The 
war has taught us the value of much information regarding our 
national life which hitherto has received little or no attention 
Personally, I should not feel justified in extending accounting 
and statistical requirements of railroads into such fields until 
Congress has specifically authorized us to do so. In other words, 
it does not seem to me that the power and authority of the 
Interstate Commerce Commission should be used for purposes 
entirely outside of the scope of its work as prescribed by law, no 
matter how worthy and desirable, until Congress has told us in 
terms to do so. I assume that if the public welfare requires in- 
formation which only the railroads can furnish, but which is not 
necessary for the administration of the interstate commerce att, 
the people of the United States will make their wishes known 
through Congress in the form of a law which will definitely set 
forth what is wanted by the people and what we shall in turn 
require of the railroads in this regard. 


“An objection that has frequently been raised against the 
making of changes in railroad accounts and statistics is that 
comparability will be destroyed. Comparability has been de 
stroyed or made more difficult as a result of certain changes 
which have heretofore been made in the form of accounts and 
statistics, and in the period of time for which they are made. 
This is a loss which could not be avoided. Comparability is not 
an end in itself. Public necessity is. Comparability should be 
preserved to the fullest extent possible, but the mere fact that 
proposed changes will make comparability more difficult or im- 
possible should not weigh heavily against changes which publi¢ 
interest and efficient company management may require. 

“Public interest dominated the original formulation and sub- 
sequent elaboration of the uniform system of accounts. The 
principles which these accounts exemplify will in all probability 
be incorporated in the accounts which may be required in the 
near future by statute of what are now essentially unregulated 
private industries. The same considerations which gave rise t0 
public regulation of railroads will usher in an epoch of public 
regulation of hitherto essentially private industries in certain of 
the respects in which private industry has not heretofore beet 
regulated. I do not expect this development of public regula 
tion to cover the entire field of industry at once. It will prob 
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ably begin with relatively few large basal industries, in which 
the public element has become dominant and the names of whicr 
lie in everybody’s mind who has had to deal with railroads dur- 
ing the last decade. I believe when that time comes it will be 
found that the work you have done and the experience which you 
have accumulated will provide a foundation and a guide in the 
initial steps of control of price of the products in question. The 
consolidation authorized by the transportation act may promote 
this movement. 

“When the time comes that general reductions in rates may 
be seriously considered, one question which will again present 
itself, and which demands an intelligent answer, is whether such 
reductions as may be warranted shall be made horizontally, cov- 
ering all traffic, or whether certain commodities or classes of 
traffic shall take precedence over others in the downward trend. 
When we were considering the rate increases of 1920 in Ex 
Parte 74 this question was presented to us. During the earlier 
stages of that proceeding it had been suggested that passenger 
fares, for instance, should not be increased at all, and that the 
entire burden of providing the increased revenues should fall 
upon the freight business. That was before the wage awards of 
the summer of 1920 had been announced. Such figures as were 
then available indicated that the passenger traffic was at that 
time yielding a somewhat higher rate of return than the freight 
traffic. On that state of fact I should have opposed any increase 
in passenger fares. Until Congress directs otherwise I shall be 
unwilling through my official acts to cause passengers to travel 
substantially at the expense of those who ship freight, or freight 
transported at the expense of people who travel. Within prac- 
tical limits each branch of the business should carry its -fair 
share of the total burden. 

“Those of you who were members of the joint committees 
of 1907 will remember that at that time I tried in every way 
possible to incorporate into the then proposed uniform accounts 
the basis for this fundamental principle. Happily, we shall soon 
be in a position where basic data will be available; in fact, to a 
limited extent they are now available, which will enable those 
charged with that responsibility to say within practicable limits 
what the rates of return on the passenger and freight services 
respectively are and should be. 

It is not for any one except the individual citizen to say who 
shall and who shall not travel; and yet the contrary would re- 
sult were some of the views suggested in the record in Ex Parte 
74 to prevail. Some seemed to think that no travel except their 
own was really necessary. The encouragement or discourage 
ment of traveling is a matter of public policy respecting which 
Congress has not specifically legislated, except to a limited ex- 
tent, and within the scope of such legislative action we must 
perform our duties. In the performance of these duties the ac- 
counts relating to the separation of expenses between the dif- 
ferent branches of the business are indispensable, as they are 
likewise fundamental, for a more detailed development of what 


_ is generally discussed under the caption of cost accounting and 


efficiency. 

“In the administration of section 210 of the transportation 
act, which provides the so-called revolving loan fund of three 
hundred millions of dollars, we have given much consideration to 
the earning capacity and probable earnings of the applicant car- 
riers. One of the findings which we are required to make as a 
prerequisite for the making of a loan is that the applicant has 
furnished reasonable assurance of its ability to repay the loan 
within the time fixed therefor. In making up statements or prob- 
able earnings, the temptation may present itself to overstate past 
earnings and estimates of future earnings, and the more doubtful 
the case the greater perhaps the temptation. On the other hand, 
when increases in rates are asked for, a temptation in the op- 
posite direction to overstate expenses and underestimate the 
revenues may be met. Accounts covering the guaranty period 
present their own inherent difficulties and invitations to be adapt- 
able and elastic in the interpretation of rules and regulations are 
not wanting. Situations of this kind subject accountants and 
Statisticians to the severest professional test. The strictest con- 
formity to established accounting rules and regulations must 
be insisted upon as a matter of public right, professional, ethics 
and personal honor and self respect.” 


Commissioner Meyer went into considerable detail pointing 
out “acounting shortcomings” on the behalf of the railroads in 
complying with the requirements of the Commission. 

“T have purposely refrained from commenting upon the many 
other problems that crowd in endless procession through our of- 
fices,” said he in conclusion. “For decades men have discussed the 
‘railroad problem.’ There have been times when there was just 
a railroad problem, sometimes national and sometimes local. The 
war has developed a great bundle of momentous situations asso- 
ciated with railroads, national in scope, which only the best and 
united efforts of the entire nation can clear up.” 

A resolution was adopted by the association directing the ac- 
counting officers of the railroads to estimate how much money 
could be saved by adoption of interline or through waybilling of 
freight from point of origin to destination and to put the matter 
up to the traffic officers and railway executives. The association 
has for years urged through waybilling of freight from point of 
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origin to destination, wherever it was practicable to adequately 
perform the accounting. The association contends that adoption 
of that method will lessen the time required for the transporta- 
tion of freight, will be helpful in the operation of junction agen- 
cies, will reduce the number of overcharge claims and facilitate 
the investigation of loss and damage, as well as overcharge 
claims. 

Experience has demonstrated, however, the association 
points out, that without joint through rates and simplified divi- 
sion bases, the accounting cost and the accounting difficulties in 
connection with interline waybilling become disproportionate to 
the benefits, and that this emphasizes the practical necessity of 
obtaining the promulgation of joint through rates and the pro- 
duction of proper percentage bases for dividing the revenue 
among the interested carriers. 


VALUATION OF CARRIER LANDS 
The Trafic World Washington Bureau 


The valuation section of the interstate commerce act should 
not be amended to relieve the Commission of ascertaining and 
reporting the cost of reproduction of carrier lands used for com- 
mon carrier purposes, because if the final values fixed under 
the law so amended were contested in the courts and the posi- 
tion of the carriers on the issue involved sustained, the Com- 
mission would then have to revise its valuation reports accord- 
ingly, according to testimony by W. G. Brantley and S. W. 
Moore, appearing for the railroads, before the Senate interstate 
commerce committee, June 10. 

Mr. Brantley said if the bill providing for the amendment 
were passed, the present value of carrier lands would be the 
acreage value of adjoining lands and that the only practical 
result would be to delay the valuation proceedings. He said 
he thought it best to let the Commission go on ascertaining and 
reporting the reproduction cost and that then the information 
would be available for submission to the courts. He said he 
did not think the Commission was giving any consideration to 
that cost*in determining final value of carrier property, but that 
it was better to do it that way than to have no estimate what- 
ever on that cost. He contended there was no way to value 
a 100-foot strip of right-of-way except to consider what it would 
cost to acquire it now. 

Mr. Moore urged that the Commission be permitted to com- 
plete the valuations along the line now being followed in accord 
with the Kansas City Southern mandamus decision of the U. S. 
Supreme Court. Then the question of whether the Commission 
had given proper consideration to the cost of reproduction, he 
said, could be taken to the courts, and the railroads could con- 
tend that the Commission must consider that element of value 
and Mr. Benton, for the state commissions, and others, could 
argue that the Commission should ignore it. 

P. J. Farrell, chief counsel for the Commission, with con- 
siderable emphasis, said the law as it stands required the use 
of a great amount of time and the expenditure of great sums 
of money and that the results obtained were not worth any- 
thing in determining final value. He contended that the law 
required a “speculative” estimate based on nothing but guesses. 
As to the contention that the courts might later require the 
Commission to find the cost of reproduction of carrier lands, he 
said the Commission could guess then just as well as it could 
now. He declared the Commission was at the mercy of the 
representatives of the carriers in the matter because, unless 
the government estimate was something near what the carriers 
thought it should be, the carriers would threaten to make a 
valuation on their lands parcel by parcel, which would mean in 
effect that the valuation work would never be completed. He 
reiterated his belief that the law required the Commission to 
make a report based on impossible assumptions. 

Mr. Benton, for the state commissions, appeared before the 
committee June 11 and submitted argument similar to that made 
by Mr. Farrell. The committee probably will make a report 
on the bill shortly. 

During the hearing on the proposed amendment, June 11, 
it developed that the subcommittee, composed of Senators Cum- 
mins, LaFollette and Pomerene, to which the valuation bill was 
referred, had made a report to the full committee recommending 
that the bill be reported favorably. Mr. Benton, referring to 
the subcommittee’s report, pointed out that it had stated that 
if the law were amended as proposed, it would still require the 
Commission to ascertain and report the present value of railroad 
lands, and that in ascertaining that value it could use all lawful 
methods and include all proper elements. Yet, he said, counsel 
for the carriers were opposing the amendment notwithstanding 
that they asserted all they desired was the present value of 
their lands. 

Mr. Benton further contended that if the law were not 
amended as proposed railroad values would be swelled im- 
mensely. 

“It is entirely misleading for the gentlemen representing 
the carriers to argue, as they do, that the presence of those 
words in the statute can do no harm—that the Commission can 
disregard the so-called estimate if it pleases,” said Mr. Benton. 
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“That argument appears to have impressed one senator yester- 
day. It will not impress him when he considers it a moment. 
This is a question of evidence the Commission is to consider in 
the fixing of final rate value of these properties. 

“The Commission is a jury. Is there any man who ever tried 
half a dozen cases who does not know that you cannot put evi- 
dence before a jury which doubles the estimate of damages with- 
out prejudicing the result? And*the Commission’s finding of 
value is not final. Within a year the Supreme Court has held 
that value cannot be fixed finally for rate purposes except by the 
courts. 

“So the values the Commission is now fixing will hereafter 
come up from time to time, to be reviewed in the lower federal 
courts. Is there any lawyer who believes that this estimate will be 
harmless to the public interest if the law stands as it is now? 
It will stand before the court as an estimate commanded by Con- 
gress to be made, made lawful evidence by act of Congress, in a 
statute confirmed by a judgment of the highest court. The in- 
firmities of the estimate, so well known to the Commission 
(which stands before Congress asking Congress to relieve it from 
poisoning its work with this conjectural, misleading, and worse 
than worthless estimate) will be unknown to the court. 

“The words in the valuation act which this bill would re- 
move operate in effect to create values which the railroads be- 
fore did not possess.” 

Explaining why the state commissions had intervened in the 
hearing, Mr. Benton said: 

“These state commissions are public officials. They have a 
sober sense of public responsibility. The question involved in 
this bill does not affect their jurisdiction, emoluments or powers. 
Their sole purpose in appearing here is to perform their official 
duty, as they see it, and to do what they can to secure the per- 
formance of this great work on principles conforming to law and 
justice. 

“The reason these men support this bill is that they recog- 
nize what has been so forcibly stated by the sub-committee. I 
qnote from its report: : 

It would be outrageously unjust to find a value largely contributed 
by the existence of the railroad and then multiply that value by 2, 3 
or 4, because a right of way strip would cost more per acre than the 
adjacent farm is worth per acre. 

“Yet this is exactly what the Commission is obliged to do, 
and is doing. I quote from the Commission’s own statement: 

In meeting the requirement of paragraph entitled second of section 
19 (a) of the Interstate Commerce Act to report the present cost of 
condemnation and damages or of purchase in excess of present value 
we attempt to show what the expense to a carrier would be of acquir- 
ing its common-carrier lands upon the date of valuation, on the 
assumption that it did not possess those lands, but was obliged to 
obtain them through purchase or condemnation, at the value of 
similar lands in the vicinity, on that date. 

“The Commission does, therefore, under the law as it stands, 
find value which the existence of the railroad largely contributes 
to, and then multiples that value. An ‘outrageously unjust’ valu- 
ation, or one that is in any degree affected by proceedings of that 
character, will not help settle the railroad question.” 


SUGAR RATE ADJUSTMENT 


The Trafic World Washington Bureau 


An informal confrence on the nation’s sugar rate adjustment 
was called by the Commission, June 14, to be held before the 
members of its Suspension Board on June 16. This was called 
on account of the volume of protests that have been made against 
supplement No. 5 to Countiss’ I. C. C. No. 1087, making material 
reductions on sugar from California coast points to defined terri- 
tories as far east as Chicago rate points. 

Protests were filed by every refiner on the Atlantic and gulf 
coasts on the theory that the reduction in railroad rates pro- 
posed by Countiss, when added to the advantages given to Pacific 
coast refiners by the recently enacted emergency customs tariff 
law, would give the Pacific coast refiners a grossly unjust ad- 
vantage over all their competitors. In a protest filed by Wilbur 
LaRoe, Jr., on behalf of the Federal Refining Co., the Warner 
Sugar Co., and Arbuckle Bros., the protestants said that the 
Countiss supplement, if permitted to become effective, would 
do a “palpable injustice to eastern refiners.” They contended 
that the Pacific coast refiners, notwithstanding a railroad rate 
disadvantage of 29.5 cents at Missouri River and 33.5 cents at 
Chicago, substantially control the Missouri River market and 
sell a large tonnage in the Chicago market. 

This reduction in rates, the section of eastern refiners before 
mentioned contended, would simply enhance the ability of the 
Pacific refiner to extend his market. 

Eastern lines, represented by R. N. Collyer, objected to the 
Countiss supplement and made general arguments against such 
reductions in rates. Recently the eastern lines were before the 
Commission’s Suspension Board advocating a reduction in rates 
on raw sugars from Atlantic ports to Marine City, Mich. Pro- 
tests were also made by Edgar Moulton of the New Orleans 
Joint Traffic Association, P. M. Ripley and J. F. Abbott for the 
American and Frankling sugar refining companies. C. E. Bell 
protested in behalf of the Revere Sugar Co. 

A.third angle in the fight was presented when representa- 
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tives of beet sugar producers in Utah, Colorado, Idaho and other 
intermountain states asked to have their rates reduced pro rata 
with the rates from the Pacific coast to the east. They have no 
objection to reductions but suggest that the area of application 
from points of origin should be widened. 

The eastern refiners asked for a re-opening of fourth see. 
tion order No. 4136 and for a reconsideration of fourth sec. 
tion application No. 8835, so that the Commission, in effect, 
would be conducting a nation-wide inquiry into the question of 
rates on sugar. 

The New York refiners, in their protests, suggested that the 
claim of the Pacific coast refiners that the latter had surplus 
products to dispose of, was true in even greater degree with 
respect to themselves. They said that the eastern refiners, 
operating at the maximum of efficiency, produce 1,001,246 tons 
more of refined sugar than can be consumed by the 46,000,000 
people in the territory naturally tributary to the Atlantic coast 
refiners. They said that the Pacific coast refiners, at their maxi- 
mum of efficient production, refined only 127,640 tons more than 
can be consumed in the territory naturally tributary to the 
Pacific coast refiners. In the territory of the Savannah refiner, 
the local demand is 274,304 tons greater than the production. In 
the Sugarland (Tex.) territory the local demand is 389,000 tons 
greater than the local production and in the New Orleans terri- 
tory the local demand is 445,373 tons greater than the local 
supply. 

“In the mad rush for reduced rates on the part of the ship- 
ping public, encouraged by many in high places,” said Mr. LaRoe 
in his-protest, “there may be a tendency to place the regular 
stamp of approval upon anything that is in the nature of a re 
duction. This situation is fraught with extreme danger. Unless 


- rates are fairly and reasonably reduced, with due regard to com- 


petition, the resulting discrimination will be very great. The 
reduction here proposed bears every mark of unfairness. It is 
distinctly a piecemeal reduction. It is distinctly a preferential 
reduction, made solely in the interests of only one group of re- 
finers, and made in the interest of the only refiners who are 
able to escape the heavy import duty recently established by 
Congress.” . 

The sugar rate adjustments must be treated as a related 
whole. Any attempt to deal with one part of the national rate 
structure, without considering at the same time all other parts 
of the same structure, is bound to result in the greatest in- 
justice. The Commission, whose jurisdiction is national, should 
not countenance a purely sectional change in a national rate 
structure; at least not until the matter has been carefully in- 
vestigated in the manner provided by law.” 

At the transcontinental sugar rate conference on June 16, 
Wilbur LaRoe, Jr., went into the subject at considerable length 
in favor of his proposition that the Commission should not under- 
take to deal with the matter piecemeal. He said he knew that 
the Suspension Board had not power to deal with that proposi- 
tion, but he desired to place it before the Commission because 
now is a good time to call its attention to the widespread char- 
acter of the readjustment that would have to follow the estab- 
lishment of the rates proposed by the transcontinental lines. 

P. M. Ripley and J. F. Abbott for the American and Frank- 
lin companies and Carl Giessow for the New Orleans interests 
devoted their attention to the fourth section violations proposed 
in the tariffs, reserving views on other phases of the subject for 
other proceedings that, it is morally certain, will follow. 

Paul P. Hastins, for the transcontinental lines, said they 
were doing no more than carrying out the promise Mr. Chambers 
made in ExParte 74, to readjust and restore as nearly as might 
be the relationships on sugar and other commodities, that would 
be broken in the event the Commission did what they were ask- 
ing. Sugar is their heavy and desirable traffic and he said the 
Commission had expressed the opinion that California sugar 
could not pay more than 25 cents more at Chicago’ than New 
Orleans and that the tariffs in question observe that limit. 

R. N. Collyer and M. B. Pierce, for the eastern lines, opposed 
any reductions on the ground that the eastern lines cannot afford 
any reduction in revenue. They said that if the Commission al- 
lows the reductions the eastern lines will have to follow suit. 

Sidney Ballou and George J. Tennison, for Hawaiian and Cal- 
ifornia sugar men, took the position that the proposed rates will 
do no more than put them into Chicago on the basis the Commis- 
sion said would be just, in prior decisions on the same subject. 

Those attending the conference, other than those mentioned, 
were: C. J. Rixey, for the southern lines generally; A. P. Hum- 
burg, for the Illinois Central; James F. Harahan, for the Warner 
Sugar Co.; J. L. Carling, Arbuckle Bros.; J. H. Waten, for the 
Federal Sugar Co., and Charles E. Bell, for the Revere Sugar C0. 


Cc. R. R. OF S. C. BONDS 
The Central Railroad Company of South Carolina has applied 
to the Commission for authority to issue $300,000 of its serial 6 per 
cent refunding bonds and to secure the same by mortgage or 
deed of trust to the Bankers Trust Company of New York. The 
bonds will be used to refund an equal amount of the company’s 
first mortgage 6 per cent gold bonds due July 1, 
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THE CUMMINS INVESTIGATION 


The Trafic World Washington Bureau 


The indications are that the investigation of the railroad 
situation by the Senate interstate commerce committee will con- 
tinue well into July. Repreesntatives of the National Associa- 
tion of Owners of Railroad Securties, headed by S. Davies War- 
field, will appear after the railroads have concluded. Then rep- 
resentatives of shippers who wish to appear will be heard. Very 
few requests have been made by shippers for opportunity to be 
heard, but representatives of the commission merchants prob- 
ably will submit testimony. The railroad brotherhood leaders 
have advised the committee that they cannot appear before 
July 5, because they are occupied with Labor Board matters. 

The inquiry into the railroad situation was resumed by the 
Senate and interstate commerce committee, June 14. E. T. 
Whiter, chairman of the conference committee of railroad mana- 
gers, completed his testimony relative to the effect of the rules 
under the national agreements, and he was followed by L. E. 
Wettling, manager of the statistical division of the western lines 
and representing the Association of Railway Executives, who 
submitted a series of statistical exhibits on revenues and ex- 
penses. 

Mr. Whiter put a statement in the record showing that the 
Pennsylvania is paying $15,000,000 a year more for maintenance 
of equipment under the hourly basis of pay than it would have 
to pay on a piece work basis. After referring to numerous rules 
under the national agreements, Mr. Whiter said, with respect to 
the Labor Board, that all things considered: he believed the board 
has handled its work promptly. ; 

Taking up Decision No. 119 of the Labor Board, abrogating 
the national agreements, Mr. Whiter said it remained to be seen 
whether the roads would be successful in negotiating reasonable 
and proper rules, or whether the whole question would be thrown 
back on the board for settlement. If the latter becomes neces- 
sary, he said, it is obvious that the railroads will not promptly 
realize the relief from “these ultra-restrictive rules.” 

Mr. Whiter said he had seen a pamphlet sent out to the 
membership of the federated shop crafts which indicated that 
the shop craft employes propose to stand for acceptance of the 
principles underlying the national agreements in the making of 
new rules. a 

“If that is to be the attitude of the federated shop crafts, 
said he, “it will be utterly impossible to reach satisfactory agree- 
ments and the whole matter will go back to the Labor Board, 
notwithstanding the board’s decision that the old agreements 
were to become a thing of the past July 1.” 

The witness declared the railroads would agree to proper 
schedules but that they would have to resist a continuance of the 
principles of the national agreements, which, if applied, would 
mean a continued burden of $300,000,000 or more annually for 
the railroads to meet. He said he referred to the situation so 
that the committee might know the tendency as the railroads 
see it. 

Asked as to the progress the roads were making in negotiat- 
ing new agreements, Mr. Whiter said he could not answer for 
all the roads but that the Pennsylvania had reached an agree- 
ment with its signal employes but not with the shop craft 
workers to date. He said not much headway would be made 
with the latter class of employes if they held out for the principle 
of the national agreements. 

After Mr. Wettling had submitted several of his exhibits, 
Senator Cummins called attention to the fact that one exhibit 
showed that in the six months ended August 31, 1920, during 
which time the guaranty was in effect, expenses for maintenance 
of way and structures increased 45.4 per cent over the corre- 
sponding period in 1919, and that expenses for maintenance of 
equipment increased 39.2 per cent, while in the six months ended 
with February, 1921, the increase in expenses for maintenance 
ef way in that period over the 1919-1920 corresponding period 
was only 15.1 per cent and for equipment, 10.9 per cent. 

Senator Cummins said those figures arrested attention in 
view of the charges made that the railroads were extravagant 
in maintenance expenditures in the guaranty period. 

Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, said because of that fact he wished the record 
to show that the railroads were not protected as to maintenance 
expenditures under the guaranty but that allowance for those 
expenditures was specifically limited by the terms of the trans- 
portation act giving the Commission the authority to fix the 
amount to be allowed for maintenance in the guaranty period. 
He said if the expenditures for maintenance in the guaranty 
Period exceeded those during the test period, equated for in- 
creased cost of labor and materials, the railroads had to meet 
that excess themselves. He said the maintenance expenses were 
high in the guaranty period because the carriers endeavored to 
get their equipment and way and structures in shape to meet 
the demands of the public for service, and that the roads knew 
they would not be protected by the government in niaking those 
expenditures. 

“What you mean is that the carriers had no motive for in- 
creasing these expenses,” said Senator Cummins. 

The senator then said he had raised the question because 
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of the charges as to wasteful expenditures during the guaranty 
period and that he wished it emphasized that the transportation 
act had guarded specifically against the government being re- 
quired to pay excessive sums due to maintenance expenditures. 
He said if it turned out that the railroads spent more than is 
allowed under the formula prescribed by law, the government 
would not be required to allow for such excess expenditures in 
settling for the guaranty period. 

Mr. Wettling said that in making comparison of maintenance 
expenses of class I roads in the guaranty period with the cor- 
responding period of 1919, consideration must be given to a num- 
ber of factors which materially affected the expenditures in those 
two periods. One of the controlling factors which tends to dis- 
tort such comparison and makes the increases in the 1920 period 
seem disproportionate to the increases in other expenses, he said, 
lies in the fact that the expense in the corresponding period of 
1919 were subnormal because of restrictions placed upon them 
by the Director-General. He said beginning with March, 1919, 
the Director-General required the roads to reduce maintenance 
of way expenses and that this retrenchment was in effect during 
practically the remainder of federal contrel. The restrictions, he 
said, necessarily produced subnormal expenditures for the period 
while in effect thus accentuating the apparent increase in the cor- 
responding but more nearly normal period in 1920. The policy of 
the Director-General produced a condition of undermaintenance, 
he continued, and the roads were turned back March 1, 1920, in 
a run down condition, which made it imperative that they be 
rehabilitated as far as possible. He referred to the demand for 
service in 1920, which the roads had to meet, to the increased 
costs of operation due to the retroactive wage award of the Labor 
Board and to increased prices of materials. He said the natural 
tendency, however, was to limit maintenance expenses to absolute 
necessities because of the limits placed on such expenditures by 
the transportation act for the guaranty period. He said the car- 
riers continued their program of restoration untl October, 1920, 
when it became apparent that a general business depression was 
imminent, and that the full net revenues anticipated under Ex 
Parte 74 were not being realized. Since November, 1920, he said 
maintenance expenditures had suffered a substantial reduction 
below necessary requirements by many roads. 

A table submitted by Mr. Wettling, June 15, showing the net 
railway operating income for each year from 1912 to 1920, in- 
clusive, led Senator Cummins to say that the figures for 1918 
and 1919, the years the roads were under federal control, were 
misleading to the general public. The table showed the net 
railway operating income for 1918 to be $638,568,603 and for 
1919, $454,984,953. 

The senator’s point was that publication of such figures 
by themselves without explanation gave the public the wrong 
impression as to the cost of federal operation of the railroads. 
He said the loss to the government because of federal operation 
would be at least $1,500,000,000, and Mr. Wettling thought it 
would be nearer $2,500,000,000 when the final settlement has 
been effected. Senator Cummins said if the Director-General 
had kept up maintenance on the railroad properties during 
federal control, he would not have had the net railway oper- 
ating income shown by the table. 

“TI am thinking that the first time the public will get a 
fair comprehension of what government operation cost will be 
when we are called upon to appropriate money to balance the 
account,” said he. “Then the public will fully comprehend what 
government operation cost.” 

Mr. Wettling agreed that the figures under discussion, with- 
out an understanding of the situation, were misleading. 


Commenting on an another table showing railway operating 
revenues of class I roads for March, 1921, to be $459,262,510, as 
against $460,187,437 in March, 1920, and operating expenses in 
March, 1921, to be $400,429,308, as against $420,450,441 in March, 
1920, Senator Cummins said the figures showed that notwith- 
standing the increased rates there was less revenue in March, 
1921, than in March, 1920, because of the diminished volume 
of traffic. Mr. Wettling said there was a decrease of 27.2 per 
cent in revenue ton miles in March, as compared with March, 
1920, and that revenue passenger miles decreased 13.4 per cent. 
He added that the gross revenues in March did not reflect the 
increased rates because of the depression in business. Ex- 
penses, however, he said, decreased only 4.8 per cent in March 
as compared with March, 1921. 


Senator Cummins regarded the decrease in expenses, in the 
face of the increased wages and the effect of the national agree- 
ments, as a “rather extraordinary reduction” and inquired the 
cause therefor. Mr. Wettling said he would not characterize 
the reduction as “extraordinary,” but that it was due to de- 
ferred maintenance and reduction in the number of employes. 
For the first quarter of 1921, he said, there had been a cut of 
15 per cent in the number of employes on 178 class I roads. 
He said the retrenchment had been very marked because of 
lack of funds. 

It was the belief of Senator Cummins, however, that the 
figures afforded a basis for seeing an improvement in the rail- 
road situation. He said if the roads earned throughout the year 
at the rate of what they earned in March, their net would be 
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about $368,000,000. He said if they could do that in the face 
of a severe business depression, that with a restoration of busi- 
ness to normal they might be able to earn a very satisfactory 
return for the year. 

Mr. Wettling said it must bé remembered that the reduc- 
tion in expenses was in part due to deferred maintenance and 
that therefore there had been no actual saving but a postpone- 
ment of expenditures. He said, however, he saw the senator’s 
point and that he did not feel that the outcome under the 
transportation act will be “very blue.” 

Another exhibit submitted by the witness showed that in 
the year ended with February, 1921, there was an increase in 
net ton miles of 6.8 per cent over the corresponding period of 
the previous year, the total for 1921 being 436,567,788,000, as 
against 408,851,892,000 in the 1920 period. For the six months 
ended with February, 1921, however, a decrease of 1.6 per cent 
in net ton miles was shown as compared with the corresponding 
period of the previous year. 

Mr. Wettling showed that the tons of revenue freight origi- 
nated in 1920 totaled 1,255,704,973, which was exceeded only in 
1917 and 1918, when the totals were 1,264,015,725 and 1,263,343,- 
993, respectively. In the fourth quarter of 1920, when the in- 
creased rates were in, the total number of tons originated was 
328,912,147, but no comparison was submitted for the same 
period in 1919 because the statistics were not required under 
the Commission’s orders until the beginning of 1920, it was 
explained. 

Testifying as to maintenance in 1920 as compared with 1919, 
Mr. Wettling said reports from 93 per cent of the class I roads 
representing approximately 218,000 miles of track, showed that 
in 1920 they spent $961,304,000 for maintenance of way and 
structures, compared with $727,705,000 in 1919 and $616,742,000 
in 1918, while during the test period they averaged $383,699,000. 

In 1920 those roads laid 2,262,033 tons of new and second- 
hand rails, the total cost of which was $82,219,999, compared 
with 2,027,159 tons, costing $69,961,049 in 1919 and 1,615,963 
tons costing $50,836,964 in 1918. During the test period the 
yearly average was 2,041,676, while the total cost was $54,166,631. 

The number of ties placed during those years follow: 


Average per 
Annum Test 


Period 1918 1919 1920 
i a ) See 172,689,571 160,024,789 176,079,389 170,345,383 
Bridge ties, ft........... 55,625,964 45,400,555 49,644,851 41,533,926 
Other ties, No........... 83,885,109 69,327,243 73,398,922 77,015,580 
Total cost ..........$58,135,355 $62,886,865 $84,156,035 $107,772,885 


Taking up the question of ballast, Mr. Wettling said those 
roads in 1920 applied 19,118,553 yards at a cost of $12,045,000, on 
an average cost of 63 cents per yard. In 1919 those roads ap- 
plied 17,518,791 yards at a cost of $9,481,545, or an. average 
cost of 54 cents, while in 1918 they applied only 14,796,252 at 
a total cost of $6,472,151, or an average cost of 43.7 cents per 
yard. 

Of the total cost of maintenance of way and structures, 
$577,688,000, or 60.09 per cent, was paid to labor. Cost of ma- 
terial consisted of 29.67 per cent. During the test period $209,- 
906,000, or 54.71 per cent, went to labor; $401,331,000, or 65 per 
cent, in 1918, and $439,140,000, or 60.35 per cent, in 1919. 

Mr. Wettling said the maintenance work done by the rail- 
roads in the guaranty period was not abnormal as compared 
with the test period, and that the guaranty period covered a 
time of the year when the railroads do a greater percentage 
of maintenance work than in the remainder of the year. 

Senator Cummins requested Mr. Thom to make an effort 
to wind up the presentation of testimony by the railroads by 
June 17, when adjournment probably will be taken until June 
21, when Mr. Warfield will appear. The senator said represent- 
atives of the Commission would appear before the committee 
later. Clifford Thorne and S. H. Cowan will appear, July 11, 
under the present schedule. 

Mr. Wettling told the committee, June 16, that in 1920 the 
railroads employed a greater number of men and at greatly in- 
creased wages as compared with 1916, but that less service 
was performed in 1920 than in 1916 and that thus the operating 
expenses in 1920 were increased not only because of the in- 
creased rates of pay, but also because the larger number of 
employes gave less service than they did in 1916. 

To illustrate his point, Mr. Wettling referred to an exhibit 
showing comparisons as to the number of employes, hours 
worked, and compensation for the years 1916 and 1920. Taking 
section men as an example, he said there were 253,577 of that 
class of employes in 1916 and 281,841 in 1920. The total com- 
pensation to that class in 1916 was $129,033,692 and in 1920, 
$345,511,579. The total number of hours worked by the 253,577 
employes in 1916 was 785,472,168, while the total number of 
hours worked by the 281,841 employes in 1920 was 761,965,074. 

The average annual compensation of railroad employes was 
$892 in 1916 and $1,820 in 1920, he said. For the last four 
months of 1920 the compensation was at the rate of $1,904 per 
annum, and if the wage increases and the national agreements 
had been in effect throughout 1920, he said, the average annual 
compensation would have been $1,926. He said that in the 
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road train service the railroads got 8 per cent less service from 
the employes than in 1916. 

The witness pointed out that taxes had increased from 
$109,445,407 in 1916 to $278,868,668 in 1920. He showed that the 
cost of labor per train-mile was $3.27 in 1920, as against $1.20 
in- 1916. Senator Cummins remarked that the figures meant 
that in 1920 it cost about three times as much to run a train 
a mile as it did in 1916. 

The wage bill in 1920 would have aggregated $3,960,000,000 
if the wage increases had been in effect throughout the year, or 
approximately $300,000,000 more than the gross revenues of 
1916, which totaled $3,596,865,766, the witness said. 

With an increase of approximately 385,000 employes in 1920 
over 1916, the witness said the total number of hours worked 
in 1916 was 4,528,519,814, as against 4,845,130,535 in 1920. For 
all employes the figures showed an increase in the number of 
hours worked by the increased number of employes as com- 
pared with 1916, but in specific instances, as with the section 
men, fewer hours were worked in 1920, although the number of 
employes was increased. 

A table showing average receipts per ton-mile was sub- 
mitted by Mr. Wettling. It showed that in 1913 the average was 
71.9 cents per ton-mile and in March, 1921, $1.333, an increase 
of 85 per cent. He said, however, that the increases in rates 
had never kept pace with the increases in expenses. The table 
showed also an increase of 71 per cent in October, 1920, over 
1913, in the average receipts per ton-mile, and Senator Cummins 
asked why the percentage was greater in March, 1921, when it 
was 85 per cent. Mr. Wettling said the full effect of the rate 
increases was not reflected in October, as traffic delivered in 
that month had moved under the old rates. He also said that 
in February and March, 1921, there was a greater amount of 
high-grade traffic than low-grade traffic. Mr. Thom said another 
factor was that the orders of the Commission increasing intra- 
state rates were in effect in the 1921 months, while they were 
not in October and November, 1920. 

Mr. Wettling submitted a detailed statement as to pay- 
ments made by the railroads for wages for work done under 
federal control being charged into 1920 operating expenses, 
Senator Cummins having asked for an explanation of that. Mr. 
Wettling said there were always lap-over items in railroad ac- 
counting—that is, that expenses incurred in one accounting 
period might be charged into the following period, because the 
accounting for the former period had been closed. He said the 
effect of charging the payments under discussion to 1920 oper- 
ating expenses was negligible. 

Railroad operating revenues in 1920 were the largest in 
the history of the roads, Mr. Wettling said, but the net operating 
income after meeting expenses and taxes was the smallest in 
the history of the roads. Out of every dollar taken in by the 
railroads in 1920, he said, 59.9 cents went for labor, as compared 
with 55.3 cents in 1919; 10.9 cents went for fuel for locomo- 
tives, as against 9.2 cents in 1919; 17.3 cents for material, sup- 
plies and miscellaneous, as against 15.6 cents in 1919, and 10.9 
cents for loss and damage, injuries to persons, insurance, de- 
preciation and retirements, and taxes, as against 11.1 cents in 
1919. Only 1 cent was left in 1920, he said, for return on in- 
vestment, as against 8.8 cents in 1919 and 28.9 cents in 1916. 

An exhibit showing cargo tonnage cleared, tolls paid and 
interest charges for the Panama Canal was submitted. This 
showed that for the fiscal year 1920 the revenues totaled $8,935,- 
872; expenses for operation and maintenance, $6,548,272; op- 
erating income, $2,387,600; interest charges, $19,388,668; net 
deficit for the year, $17,001,068. In the period July, 1920, to 
March, 1921, the total tonnage was 10,308,644 short tons, of 
which 4,520,763 was listed as in possible competition with the 
railroads of the United States. The tolls paid for that period ag- 
gregated $8,761,066, and tolls per ton, 84.99 cents. 


ABANDONMENT APPLICATION AGAIN DISMISSED 


The Commission has again dismissed Finance Docket No. 31, 
consisting of the application of the Marshall & East Texas and 
Bryan Snyder, its receiver, for a certificate of public convenience 
and necessity under paragraph (18), section 1. The case was 
reopened on the request of the railroad company, which objected 
to the first dismissal. That was based upon the Commission’s 
conclusion that the abandonment of the line took place prior 
to the effective date of paragraph (18) of section 1. 

The applicant contended that there is a distinction betwee2 
the abandonment of a line of railroad and the cessation of opera- 
tion. The Commission said it recognized such a distinction, but 
that in this proceeding it held that the cessation of the operation 
of this railroad amounted to a complete abandonment, as evl 
denced by the commencement of proceedings in the federal court 
for the sale of the road as scrap. That proceeding was delayed 
through no fault of the applicants, the report of the Commission 
said. As further evidence of abandonment, the Commission sai 
the railroad had made no report to it in 1919, indicating that in 
the opinion of the company it had ceased to be a carrier subject 
to the act. 
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June 18, 1921 


NEW SHIPPING BOARD ORGANIZED 


The Trafic World Washington Bureau 


The new Shipping Board was formally organized June 16 on 
the arrival of Meyer Lissner of Los Angeles on that date. He 
was the last member of the board to take the oath of office, the 
other members having qualified earlier in the week. Chairman 
Lasker and Commissioners Benson, Thompson and Chamberlain 
were sworn in as members of the board June 13. Commissioner 
Plummer took the oath of office June 14 and Commissioner O’Con- 
nor June 15. 

The board met with President Harding on the afternoon of 
June 17 to go over the policy which will be followed by the 
poard in developing the American merchant marine. 


MARINE WORKERS AND BOARD AGREE 
The Trafic World Washington Bureau 


After a conference with a committee representing the Amer- 
ican Steamship Owners’ Association, June 15, the Shipping Board 
issued the following statement relative to the settlement of the 
marine strike: : é 

“The Shipping Board had a meeting with a committee of 
owners, at which meeting it was explained to the owners that 
the Shipping Board was committed to a definite agreement with 
the engineers, which agreement will be made public Thursday 

ening.” 

e The committee of steamship owners, composed of A. J. Mc- 
Carthy, representing the International Mercantile Marine; Eu- 
gene McDonald, of the steamship association’s wage committee; 
Winthrop L. Marvin, vice-president of the association; E. H. 
Duff, Washington representative, and George Eggers of the 
Pacific Mail Steamship Company, protested to the board against 
the making of an agreement with the unions. 

On June 13 Secretary of Labor Davis announced that the 
marine strike had been settled through the making of an agree- 
ment between the Shipping Board and the marine engineers. On 
June 14, however, it was said at the offices of the Shipping Board 
that the agreement had not been officially approved. After the 
announcement by Secretary Davis, the steamship owners wired 
a protest from New York and requested an opportunity to be 
heard, and the conference on June 15 resulted. 

Negotiations with the other marine unions will be entered 
into by the board for the purpose of effecting agreements sim- 
ilar to the one entered into with the engineers. 

The Shipping Board, June 16, issued the wage scale and 
working conditions for marine engineers employed on board ves- 
sels, to be applied until December 31, 1921. The scale provides 
for a cut of 15 per cent in pay, and the working rules provide for 
the elimination of unnecessary overtime. The marine engineers 
accepted the conditions. ‘ : 

A similar agreement was reached with the radio operators 
and agreements along the same lines will be effected with other 
marine unions, thus bringing to a close the marine strike, as far 
as the Shipping Board is concerned. Board officials were not 
informed as to whether or not the private ship owners would 
recede from their decision not to go along with the board. ; 

A resolution calling for an investigation of the marine strike 
situation has been introduced by Senator LaFollette of Wiscon- 
sin. It set forth that a controversy exists between the Shipping 
Board and men employed on its ships and that the resulting loss 
is running into the millions. The Senate commerce committee, 
under the resolution, would be authorized to make a thorough 
investigation of the situation. The senator said he would call 
it up later. 


AMENDMENT TO SEAMEN’S ACT 


The Trafic World Washington Bureau 


By a vote of 190 to 103 the House passed the Scott bill 
amending the LaFollette seamen’s act June 15. The measure 
was opposed by representatives friendly to the organized seamen 
on the Great Lakes. They contended the bill afforded an open- 
ing wedge for further modification of the seamen’s act as de- 
sired by steamship owners. The advocates of the bill contended, 
however, that the only object of the bill was to permit the 
operation on the Great Lakes of passenger and packet boats 
which could not operate under the restrictions imposed by the 
law as it stands. One amendment offered by Representative 
Nolan of California, liming the work of oilers and water tenders 
to eight hours, was adopted, but efforts to modify the bill other- 
wise in favor of the seamen failed, and the bill was passed, with 
the exception noted, as set forth in The Traffic World, June 11, 
p. 1257. 


SHIPPING BOARD APPROPRIATION 


The Trafic World Washington Bureau 


The conference report on the deficiency appropriation bill, 
carrying $61,000,000 for the Shipping Board to cemplete ships 
now under construction, was agreed to in the Senate, June 18, 
and the measure was sent to the President. The Senate, which 


THE TRAFFIC WORLD 1307 


had added $50,000,000 to the Shipping Board appropriation at 
the request of Admiral Benson, receded and accepted the House 
appropriation for the Board. 

Senator Jones, of Washington, called attention to the fact 
that the bill carried nothing for the operation of the board’s ships 
and for the payment of just claims. 

“I think that is a very unfortunate situation unless some 
way is contemplated to take care of it,” said he. 

Senator Warren, chairman of the appropriation committee, 
said the House conferees absolutely refused to give the board any 
more money at that time, taking the position that additional ap- 
propriations should be withheld until the new board had been 
organized. 

Senator Jones said he would rather keep the board’s ships 
in operation than to build new ships and then have them tied up. 


FREIGHTS AND CHARTERS 


(Issued by the U. S. Shipping Board) 
June 9 


A better week in the export trade is anticipated by for- 
warders and brokers than the one just closed. Inquiries have 
come into the market for cargo space on steamships in practically 
all directions, except in South America, which is passing through 
a season of dullness unusual in that region. 


While the demand for coal and grain tonnage is quite firm, 
there is no tendency to an advance in freight rates. On the North 
Pacific tonnage is in demand for wheat. Heavy grain from Port- 
land, Puget Sound or San Francisco will pay $10.86 to the United 
Kingdom, Continent or extra for the Mediterranean. There is 
some demand for ties on the basis of eighteen Canadian dollars 
for 1,000 feet to U. K. ports for two or three cargoes, June loading. 

A revival in the nitrate market, which is practically doing 
nothing at present, is expected. Foreign nitrate companies are 
said to have declared their purpose to buy from 50,000 to 60,000 
tons for the new season from October to March, but all depends 
upon the rate which will be largely influenced by the present ac- 
tivity in the River Plate market. 

Time charters still command the attention of the coal ex- 
porters and good steamers are wanted on the basis of $1.13 per 
ton for six or twelve months, European delivery, but the United 
States delivery is preferred. Two steamers are reported to have 
closed at $1.13 and two at $1.31 for round trip transatlantic trade 
with prompt delivery here. 


Recent shipments of cotton from Galveston to Bombay via 
Liverpool mark the beginning of a new movement of cotton from 
Texas, according to cotton and steamship men, who say there 
has never been a movement of the staple from that port to India 
in any quantity. Some 3,000 bales have been shipped. 

Charters 

Str. Luceric, 9000 tons, 10 per cent, Hampton Roads to West Italy, 

$6, coal; spot. 


A_steamer, 4,800 tons, 10 per cent, San Lorenzo to United King- 
dcm-Continent, 55s; June. 


A steamer, 5000 tons, 10 per cent, San Lorenzo to United Kingdom- 
Continent, 45s; July-August. 

Str. Kurdistan, 2682 tons, n. r., northern range to Rio, $5; prompt. 

Str. Afehanistan, 4277 tons, n. r., Charleston to Havre, $5.50; June. 

A steamer, 30,000 quarters, 10 per cent, Canada to United King- 
dom, 6s 144d; May-June. 


Str. Fishpool, 32,000 quarters, 10 per cent, Montreal to United 
Kingdom, 6s 14%4d; June. 

A oem 5000 tons, Cape Breton to United Kingdom, 25s, coal; 
prompt. 

A. steamer, 6000-7000 tons, Australia to United Kigdom-Continent, 
52s 6d; May-June. 


A correction: Str. Immacolata (Fr.), 2069 tons, gulf to River 
Plate, lumber, $19; June. 
June 10 


There continues to be considerable intercoastal trade, lumber 
being the chief product moving. The strike tieup of American 
vessels on the Pacific side of the continent has not strengthened 
the charter market for lumber, as a fixture is announced as hav- 
ing been made at the old rate of $18. 

A Norwegian schooner is loading lumber at Puget Sound for 
Callao at $18, although the conference has refused to accept this 
price, holding out for $20. 


Lumber from the West Coast to the Orient is paying $10, and 
it is reported that lumbermen have contracted for all available 
space up to the first of July. After that date the rate fixed by 
the Conference will be $12.50, while certain carrying concerns 
are fighting for $2.50 additional, arguing that this is below the 
pre-war rate when the higher cost of operation is considered. 

Box shooks have been reduced from 70 cents to 60 cents per 
hundredweight. 

The South American Conference has cut the rate on general 
cargo and canned goods from $25 to $20, and box shooks from 
$16 to $14, as a result of the improved condition of the return 
cargo market. 

Millers in the northwest refuse to pay the $7 rate to the 
Orient, and consequently China, Japan and Manila are getting no 
American flour. The cotton movement has about ceased for 
the season, but some American steel is going to the Far Hast. 
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The demand for heavy grain cargoes from the River Plate 
shows a slight improvement and rates are steady. 


Charters 


Str. Benvenue (Br.), 2505 tons, Portland to Europe, with heavy 
grain; prompt. 

Str. Bendoran (Br.), 2587 tons, Portland to United Kingdom, with 
heavy grain; June. 

Str. Ameland, 5200 tons, 10 per cent, San Lorenzo to United King- 
dom-Continent, 55s, heavy grain; June. 

Str. Walhalla, 6000 tons, 10 per cent, San Lorenzo to United King- 
doimn-Continent, 42s 6d, heavy grain; August-September. 

Str. Georgie (Fr.), Montreal to Hamburg, 40,000 quarters grain, 
27%c per 100 lbs., Canadian currency; June-July. 

Str. Severnmede (Br.), 2428 tons, Atlantic range to Teneriffe, coal, 
26s 3d; prompt. “ 

Strs. Everset (Br.), 1322 tons, and Hypatia (Br.), 3665 tons, Syd- 
ney, Cape Breton to United Kingdom, coal, 30s. 

Str. Hyanthus (Br.), 2793 tons, Atlantic range to Madeira Isles 
coal, 26s 3d; prompt. 

Str. Clan Macbeth (Br.), 2881 tons, Atlantic range to French At- 
lantic port, coal, $5.75; prompt. 

Str. Maximo Gomez, Charleston, S. C., to Havana, coal, private 
terms. 

Str. Ellewoutsdijk, 5000 tons, Virginia to Montevideo, 22s 6d, coal; 
spot. 
Str. Portfield, 7200 tons, 10 per cent, Bahia Blanca to United 
Kingdom, 50s, heavy grain, June 20, canceling. 

Str. Zimovia, 4500 tons, 10 per cent, San Lorenzo to United King- 
dom-Continent, 55s, option Santa Fe-Concepcion, 57s 6d, heavy grain; 
June 30, canceling. 

Str. Eleni Stathatos, 4500 tons, 10 per cent, San Lorenzo or Bahia 
ane to United Kingdom-Continent, 55s, heavy grain; June 20, 
canceling. 


June 11 


One of the most recent features in connection with the 
market is the suggestion from foreign quarters of a minimum 
freight. This plan was given a test about sixteen years ago, and 
failed to prove satisfactory, although operating charges were 
lower than now. 

There is no rush of orders for cargo space, but a steady 
business is passing and inquiries are increasing. 

The market for grain is quiet and rates largely nominal 
from the northern range to the United Kingdom or Continent. 
The recent reduction from 7s to 5s per quarter has apparently 
had no stimulating effect. 

Virginia coal to the United Kingdom is still held at 32s 6d 
to 333 3d; Rotterdam, $5; Canary Islands, $5.50; West Italy, 
$6.25 per ton. Gulf timber is firm and $19 to $19.50 per thou- 
sand is charged to River Plate. 

The demand from Scandinavia for American coal appears 
to have sagged off somewhat lately, due perhaps to the fact 
that Scandinavians are getting coal from Belgium. 

Tonnage is in demand for coat from Hampton Roads to 
West Indies, but when rates from $2 to $2.50 per ton are offered 
correspondence ceases. This offer is made with the under- 
standing that a return cargo of sugar will be furnished. 


Charters 


Str. Eastern Temple, 2235 tons, Fowey to Philadelphia, china clay, 
15s; prompt. 

Str. Felix Taussig, 1524 tons, Cuba to Montreal, sugar, 25c, Cana- 
dian currency. f is 

Str. Luxpaille, 3424 tons, Atlantic range to United Kingdom, coal, 
$5.75, free discharge. ; ; 

Str. W. A. McKenney, 4544 tons, Atlantic range to United King- 
dom, coal, private terms. 

Str. Sassenheim, 1238 tons, Atlantic range to Copenhagen, coal, 
$6.10; prompt. 

Str. Oxiron Strathanos (Gr.), 1967 tons, Atlantic range to Con- 
stantinople, coal, $7. aid 

Str. Madras City (Br.), a gulf port to United Kingdom or Conti- 
nent, 25,000 quarters grain, 7s 3d: June. 

Str. Brighton (Br.), Montreal to United Kingdom, 25,000 quarters 
grain, 6s 74d; July. , 

_Str. Kierstan Maersk (Dan.), 2258 tons, New York to Petrograd, 
flour (in sacks), private terms; June. 

Str. Goldfield (Br.), 2820 tons, one round trip in transatlantic 
trade, private terms, delivery north of Hatteras; prompt. 

Str. Winnegago. 2728 tons, River Plate to New York, linseed, $10 
from upper ports, $8 if lower ports; June. 


June 13 

The British edict that no more charters shall be effected 
to import American coal, eliminates the one active feature that 
has existed in ocean commerce for several months, or since the 
beginning of the British miners’ strike. 

Coal dealers accept the order to indicate immediate settle- 
ment of the strike, in which event it is expected that after con- 
tracts now on hand have been carried out, coal exports to Eng- 
land will come to an end, or at least ease off to a nominal move- 
ment. In anticipation of a settlement of the strike, many of the 
American exporters have been giving their attention to South 
America’s coal needs. 

Grain exports are slow from Canadian ports, but something 
is doing out of the Gulf. The fact that the North Atlantic Ship- 
ping Conference cut the transatlantic grain rates 2s per quarter 
without notifying Gulf shippers .will force the South Atlantic 
and Gulf Conference to follow the same course. As a result, it 
is said a serious situation has arisen among the steamship com- 
panies which has as a possible eventuality the complete break- 
ing up of the conferences, and a resulting ocean rates warfare. 

It is claimed by importers that only 10 per cent of the 
enormous supply of coffee from Brazil arrives in American bot- 
toms. 
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The officials of the Commune of Genoa and the Independent 
Harbor Consortium are reported to have drawn up a plan for 
the constitution of an organization to improve the port, which 
will raise a loan of 150,000,000 lire for the purpose. 

The laying up of Swedish tonnage which was originally 
undertaken with the object of stimulating the freight market, 
continues to increase owing to the high rate of Swedish exchange, 
which is such as to prevent competition. The total for the coun- 
try is reported as being over a half million tons, not counting 
the Swedish vessels lying idle in foreign ports. 


Charters 


Str. Yalza, Philadelphia to Pacific coast ports, general cargo. 
Nansco Lines. 

Str. Olympic, Philadelphia to Cadiz, North Africa, Marseilles and 
Genoa, general cargo; June 15. Earn Line S. S. Co. 


Str. Bosanka (Jugo-Slav.), Philadelphia to Gibraltar for orders, . 


coal, private terms. 
Str. Ripon, Philadelphia to Baltic ports, general cargo; June. 
Str. Pilar-de-Larrinaga (Br.), 4607 tons, Atlantic range to West 
Italy, coal, $6, option of Venice $6.25; June. 


June 14 


The market for prompt tonnage remains steady and owners 
with spot tonnage obtain fairly good rates. Transatlantic trade 
is of slow movement, however, and rates are stationary. 

The chaotic condition of the money market has caused 
more than $20,000,000 worth of American merchandise to be 
stowed away in the warehouses at Santos and Rio Janeiro since 
last December. The consignees, owing to the disparity in Amer- 
ican and Brazilian money values, have been unable to honor 
drafts in payment for the shipments, and the Brazilian govern- 
ment has waived the ruling which permits holding goods for 
only 135 days, after which they would bé sold at public auction, 
allowing the goods to be held indefinitely in hope that the sellers 
may realize the full value of same. 

Coal and grain rates are inclined to harden to Europe. 

With an exportation of more than $7,000,000 to the United 
States in 1920, compared with $473,987 in 1919 and $5,856,055 
in 1913, the trade relations of the provinces of East and West 
Flanders, Belgium, which comprise the Ghent consular district, 
regained their pre-war importance as far as commerce with the 
United States was concerned. 

Grain shipments totaling 1,870,725 bushels have been ex- 
ported through the port of Texas City during the month of May. 
This consisted entirely of wheat, and was loaded out on ten 
steamers going to Italy, England, Germany, Holland and Belgium. 


Charters 

Strs. Maid of Andros (Br.), 20,000 qrs. grain; Maid of Corfu (Br.), 
21,000 qrs. grain, and Paralos (Gr.), 19,000 qrs. grain, Montreal to U. 
K., 7s 6d; 7s 9d if two ports; June. 

Str. Ontario (Fr.), Montreal to Antwerp-Hamburg, 37,000 qrs. 
grain, 28c, Canadian currency; August. 

e . Nurtreton (Br.), Montreal to the Cont., 41,000 qrs. grain, 27%c; 
ct.- Nov. 

Str. Lamentin (Fr.), a Gulf port to Antwerp-Hamburg range, 25,- 
000 qrs. grain, 28c; Sept. 

Strs. Cornish City (Br.)., 3,228 tons; Knebworth (Br.), 1,410 tons; 
Whitegate (Br.)., 3,163 tons, and Great City (Br.)., 3,153 tons, Atlantic 
range to U. K., coal $6, free discharge. 

Str. Admiral de Ruitjer (Du.)., 3,443 tons, Atlantic range to Rot- 
terdam, coal, private terms; prompt. 

Str. Adra (Br.)., 2,996 tons, Baltimore to Copenhagen, coal, pri- 
vate terms; June. 

Str. Balsam, 3,720 tons, Atlantic range to Lisbon, 4,000 tons coal, 
about $5.50; prompt: 

Str. Boheme (Ital.), Atlantic range to W. Italy, coal, private terms. 

Str. Thomas Krag (Nor.)., 2,241 tons, six mos. time charter, 7s 6d; 
prompt. 

Str. Georgia (Fr.)., a Gulf port to Cont., 40,000 qrs. grain, private 
terms. 

Strs. Glenlyon (Br.) and Wisterswijk (Du.), Atlantic range to U. 
K., coal, $6, free discharge; prompt. 

Str. Western Comet, 3,549 tons, Atlantic range to French Atlantic 
port. coal, $6; prompt. : 

Str. Cabo Ortegal (Span.), 2,343 tons, Va. to Spanish Mediter- 
ranean, part cargo of coal, private terms. 


June 15 


It is thought that Scandinavian countries may be actuated 
to again enter the field for American products following the 
recent restoration of rates between New York and Antwerp 
and Rotterdam to a level of those to the French Atlantic ports. 

Immediately following the close of the war, the Scandinavian 
countries purchased heavily, expecting to sell their purchases 
to Germany, but were left with these goods on their hands 
because of the upheaval of the economic system of that country. 
It is understood that conditions are improving and after the 
products on hand are disposed of it is thought that there will 
be an immediate call for more. 

Little or no activity is shown in the South American trade. 
A few small orders were noted, but on the whole rates are soft 
and the market dull. The West Coast, Brazil and Plate are all 
in similar condition. 

A small quantity of coal continues to move to Havana, and 
now and then a cargo to the other islands. 

Some charterers found it advisable to take their coal steam- 
ers on the time charter basis. Rates are apparently low enough 
to show a fair profit. . 

The March statistics on the working of the principal ports 
of the United Kingdom (London, Liverpool, Cardiff, Newcastle- 
on-Tyne, Glasgow, Hull, Newport, Swansea, Manchester and 
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Bristol) show that the registered tonnage of the vessels arriving 
was 8,824,603, against 8,119,520 for February; the tonnage of 
the vessels leaving was 8,153,306, against 8,068,438 for February. 
Compared with March, 1920, imports show a fall of 24 per cent, 
chiefly in raw materials, and exports dropped 29 per cent. 

According to official statistics, the Latvian mercantile marine 
consists of 234 vessels with a total registered tonnage of 24,000 
tons, this not including the river craft, of which Latvia possesses 
19 steamers and 57 sailing vessels of 8,968 tons. 


Charters 


Str. Mount Vernon (Nor.), Hampton Roads to Kingston, coal, pri- 
vate terms. ; : 

Str. Framlington Court (Br.), 2,592 tons, a Va. port to Rio Janeiro, 
coal, private terms. 

Strs. Glenderon (Br.), 2,856 tons, and Fullerton (Br.), 1,726 tons, 
Atlantic range to U. K., coal, $6, free discharge. 

Str. Maplecourt (Br.), 2,936 tons, St. John, N. B., to U. K., sugar, 
private terms. ; : : 

Str. Gaube (Nor.), 1,259 tons, 3 mos. time charter in West India 
trade, private terms. , : 

Bark Ragma (Nor.), 968 tons, Miramachi to U. K., deals, private 
terms; June. 


OCEAN SHIPPING NEWS 


Outward tonnage exceeds the demand from Chinese ports, 
according to tabled reports to the Department of Commerce. 
British and Japanese steamship companies are taking the bulk 
of the business from Shanghai to Pacific ports, the rates being 
$7 per ton, and some are shipping from Shanghai to New York 
City at as low as $5 per ton. The Robert Dollar Co. has inaugu- 
rated an American feeder service on the Yangtze River. Stocks 
of bunker coal and oil are reported normal. 

Consul E. C. Soule, at Cartagena, Colombia, reports that the 
Clyde Line is now operating a service betewen New York City 
and Haitian ports, Puerto Colombia and Cartagena, Colombia, 
and Kingston, Jamaica, with calls on the return trip at the Hai- 
tian ports. Three vessels—the Lake Ogden, the Lake Sunapee, 
and the Lake Sebago—are being used in this service. The Lake 
Ogden is a vessel of 2,875 tons dead weight, 2,013 gross, and 1,245 
net, and the other vessels are of approximately the same capacity. 
One of these vessels leaves New York every other Saturday. 

According to Consul A. C. Frost, at Guatemala City, the Pa- 
cific Mail Steamship Co. will provide fast through transportation, 
both for passengers and freight, between Pacific ports of Central 
America and an Atlantic port of the United States via the 
Panama Canal. The steamships to be operated on this route are 
the Ecuador, the Colombia, and the Venezuela, formerly on the 
trans-Pacific service. These vessels, which have a displacement 
of 14,000 tons and a speed of 14 knots per hour, offer passenger 
and freight service. Their schedule is as follows: Steamship 
Venezuela, June 1, 1921, steamship Colombia about July 15, 1921, 
and steamship Ecuador about September 15, 1921. They will call 
at Mazatlan or Manzanillo, Mexico; San Jose de Guatemala; La 
Libertad, Salvador; Corinto, Nicaragua; Balboa and Cristobal, 
Canal Zone; Kingston, Jamaica; Habana, Cuba; and Baltimore. 
The return voyage will be identical, except for the omission of 
Kingston, Jamaica. The Pacific Mail Steamship Co. is now 
operating five regular passenger steamers between San Francisco 
and Panama—namely, the steamships Cuba, Newport, City of 
Para, San Juan, and San José—which call at Mexican and Cen- 
tral American ports. In addition to these carriers, the company 
has four freighters in this service—the steamships Point Adams, 
Point Lobos, Point Bonita and Point Judith. These freighters, 
of about 6,000 tons displacement, are in the San Francisco-Balti- 
more service and make calls at the principal ports of Central 
America, both north and south bound, about once in every three 
weeks. Including the three vessels to be placed in the San Fran- 
cisco-Baltimore service, this company will have 12 steamers call- 
ing regularly at Central American ports. 


RAILROAD-STEAMSHIP CONTRACTS 
The Trafic World Washington Burecu 


All carriers subject to the interstate commerce law have 
been called upon, by order of the Commission, dated June 6 but 
not made public until June 15, to file with the Commission, on 
or before June 30, copies of all contracts, agreements or ar- 
rangements with steamship companies engaged in foreign com- 
merce affecting transportation of persons or property, and all 
carriers subject to the act and connecting directly with ocean 
steamship lines are further required to report, on or before 
August 9, the quantity of traffic for the year 1920 delivered to 
and received from such steamship lines, in accordance with 
the form attached to the order. If a railroad to which the order 


has been sent has no such contracts, the circular is to be re-- 


turned with a notation to that effect. 

The order of the Gommission was put out at the request 
of Senator Jones of Washington, author of the shipping act, 
one of the provisions of which looks to the upbuilding of an 
American merchant marine by means of preferential rail rates 
for goods carried in American bottoms. In the course of his 
fight for the upbuilding of an American merchant marine he 
has come across what he believes to be evidences of combina- 
tions between American steamship lines and possibly some 
American railroads by means of which preference is assured to 
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foreign shipping in which American capitalists have large in- 
terests. 

One of the most common reports has been that American 
ships have been discriminated against by means of the traflic 
agreements between American railroads and foreign ship lines. 

Under the order of the Commission, the common carriers 
subject to the act are required to file copies of contracts, agree- 
ments or arrangements pertaining to traffic and also to submit 
statistics covering traffic delivered to and received from steam- 
ship lines. 

Years ago the railroads reported a few of the traffic con- 
tracts they made with steamship lines, in accordance with para- 
graph 5 of section 6, which says that every common carrier 
subject to the act shall also file (in addition to tariffs showing 
rates, fares, etc.) copies of all contracts, agreements or arrange- 
ments with “other common carriers” in relation to any traffic 
affected by the provisions of this act to which it may be a party. 
Recently, however, no attention has been paid to that part of 
the law by them. 

The Commission construed that paragraph in accordance 
with the construction placed upon similar words by the Supreme 
Court of the United States in what is known as the Erie pass 
case. In that case the court said that where Congress used 
the words “other common carriers” they were to be understood 
as not being limited by the words “subject to this act.” In 
other words, so construing the language of paragraph 5 of sec- 
tion 6, the Commission has the power to require a common 
carrier subject to the act to file with it a copy of a contract 
it may have with a steamship line which is not subject to the 
act, although it could not require the steamship company to 
disclose the arrangement it might have with a railroad not 
subject to the interstate commerce law. 


PACKET BOATS ON GREAT LAKES 


Restoration of package freight boats on the Great Lakes 
is urged by the Wisconsin legislature in a resolution submitted 
in the Senate by Senator La Follette.. These boats were taken 
off the lakes during the war. The resolution calls on the Ship- 
ping Board to place a. line of package freight boats in service 
on the Great Lakes so as to give service from Buffalo, N. Y., 
and Milwaukee, Superior, Ashland and Green Bay, Wis. Con- 
gress is also requested to: enact any legislation necessary to 
bring about restoration of package freight boat service. 


PARTIAL PAYMENTS TO CARRIERS 


The Commission has issued partial payment certificates to 
the Ft. Worth Belt for $12,500 and to the Bath & Hammondsport 
for $9,000 under the guaranty and to the Brownstone & Middle- 
town for $2,000 under section 204 providing for reimbursement 
of deficits incurred during federal control. 

The Treasury Department announced payment, June 13, of 
$1,450,000 to the American Railway Express Company under: a 
partial payment certificate issued by the Commission. The Elec- 
tric Short Line Railway Company was paid $14,993.67 in settle 
ment of the guaranty and $871.05 in settlement of the reimburse- 
ment of its deficit incurred during federal control. The National 
Railway Service Corporation has paid to the Treasury $173,333.33 
on loans obtained from the revolving fund. 

The Commission has certified to the Secretary of the Treas- 
ury that the payment of $59,993.67 will make good the guaranty 
under section 209 to the Electric Short Line Railway Company 
of Arizona. The road has received in advances $45,000, leaving 
$14,993.67 payable. For the federal control period the Commis- 
sion found the same company was entitled to $47,579.30 in reim- 
bursement of its deficit incurred during federal control. All 
but $871.05 of that amount has been paid by the government to 
the carrier. A partial payment certificate for $55,000 was issued 
to the Grand Trunk Railway Company of Canada as lessee of 
the Detroit & Canada Grand Trunk Junction Railroad Company. 

The Treasury Department has paid $100,000 to the Galveston 
Wharf Company and $2,000 to the Penn Yan & Lake Shore Rail- 
way under partial payment certificates. 

Additional partial payment certificates issued by the Com- 
mission follow: Penn Yan & Lake Shore, $2,000, and Galveston 
Wharf Company, $100,000. 

The Commission has certified to the Treasury a finding that 
the payment of $3,158.56 to the Electric Short Line Terminal 
Company of Minnesota wiil make good the guaranty for the six 
months following federal control. 

A partial payment certificate for $6,000 has been issued to 
the Central New York Southern Railroad Corporation. 

Additional partial payment certificates issued by the Commis- 
sion follow: Toledo & Ohio Central, $105,000; Lake Erie & 
Western, $360,000; Chicago & Alton, $20,000; Ulster & Delaware, 
$25,000. 


CENTRAL VERMONT NOTES AND BONDS 


The Central Vermont Railway Company has been authorized 
to issue $100,000 worth of refunding mortgage 5 per cent gold 
bonds, to be used as collateral for short term notes, in finance 
docket No. 1392. 
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RATE REGULATION CONDEMNED 


The Trafic World Washington Bureau 


Charges that the Interstate Commerce Commission has 
robbed the stockholders of the railroads, and that since the 
Commission has been in existence railroad stocks have depre- 
ciated 50 per cent, were made in the Senate, June 15, by Senator 
Fernald of Maine, a member of the Senate interstate commerce 
committee, in arguing against the passage of the Senate packer 
control bill. f 

“The cost, directly, of that commission since its creation 
has been $51,323,313.19,” said he. 

But he’added that that was “a mere bagatelle” and that 
what he proposed to show was that since the Commission was 
created it has cest the government and the people more than 
the war with Germany. 

Senator Lenroot inquired whether Mr. Fernald believed that 
the Commission in fixing rates now should take into considera- 
tion the depressed value of railroad stock and allow only such 
rates that would yield a fair return on that value. 

“No; I think the stockholders have been robbed by the 
Interstate Commerce Commission,” replied the Maine senator. 

“What I am going to attempt to prove is that we are paying 
right now for the mismanagement from 1887 down to date; and 
I am going to try to prove that if the rates which were applied 
in 1887 had been applied to the business in 1920, instead of rates 
that did exist from September 1, 1920, to December 31, 1920, 
there would have been a difference of $964,201,993; that is, the 
rates would have been that much less than they actually were 
in 1920. 

“If the rates which have existed since January 1, 1921, had 
been the same as the rates in 1887, it would have made a dif- 
ference of $1,512,809,328. What I am going to claim is that 
if the railroads had had an opportunity to manage their own 
business in their own way they would have kept the level up, 
so that we would not have been obliged to pass through the 
period of railroad administration and depression from which we 
have suffered and are suffering now, and which has cost this 
government vast sums. Of course, the business is much greater 
now than it was in 1887, but if there had been an increase of 
one-half in the business since 1887 it would have made a dif- 
ference to this government—and when I speak of this govern- 
ment I mean the people who live under the government—of 
more than $25,000,000,000. There can be no mistake about that.” 

The burden of Senator Fernald’s remarks was that the rail- 
roads should have been left free to fix their own rates. Rate 
regulation by the Commission, in his view, caused the recession 
in the price of railroad stock. 


POMERENE DEFENDS RAILROADS 


Senator Pomerene of Ohio, member of the Senate interstate 
commerce committee, in an address before the Chamber of Com- 
merce of Hamilton, O., June 14, said it must be remembered that 
the total revenues of the carriers cannot be reduced unless there 
is a material reduction in the expenses of operation. 

“While present traffic rates per ton mile are lower in this 
country than they are in Europe,” said he, “the public feels that 
present freight and passenger rates are higher than they ought 
to be, and I share that view. At the same time we must remem- 
ber that the total revenues of the carriers cannot be reduced, 
generally speaking, unless there is a material reduction in the 
expenses of operation. 

“I do not overlook the fact when I make this statement that 
high rates in some instances have resulted, as I believe, in the 
reduction of transportation to the extent that there has been 
an actual loss instead of an increase in revenues. 

“The average earnings of the roads on the book investment 
for the years 1910 to 1916 was 4.94 per cent. In determining the 
compensation which should be paid to the railroads during the 
period of government operation it was decided to average the 
earnings of the three years, 1915, 1916 and 1917, one of which was 
a bad year and the other two proSperous years. The average 
earning for these three years was 5.24 per cent. Some of the 
roads earned more, some earned less. 

“Critics of the transportation act charge that present high 
traffic rates are due to the rule of return prescribed therein. 
They call it a guarantee, as if the government was guaranteeing 
the payment of a fixed return. The truth is, the government 
made no guarantee except to continue the war-time rental for a 
period of six months. This was believed necessary because 
Congress thought it wise to continue wage scales for the same 
period. Otherwise, they feared there might be serious labor 
trouble to the detriment not only of the roads themselves, but 
the entire country. 

“The transportation act requires the Interstate Commerce 
Commission when making rates to provide for a fair return on the 
railroad property, and during the two years beginning March 1, 
1920, the Commission shall take?as such fair return a sum equal 
to 5% per cent of such aggregate value. But in its discretion the 
Commission may add thereto % of 1 per cent of such value to 
provide for improvements, betterments and equipment. 
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“That it has been necessary to increase traffic rates I think 
all must conceive. It is impossible to increase expenditures un- 
less you increase the revenue to meet them, and instead of the 
railroads earning during the last year the 5% per cent on their 
investment, the net earnings for the railroads of the whole coun- 
try during the calendar year 1920 were only $61,928,626 available 
for meee and dividends, or less than three-tenths of one per 
cent. 

“If we take the year March 1, 1920, to March 1, 1921, the net 
earnings are less than $3,000,000 for the entire railroad systems 
of the United States. 

“Let me give you a few figures which will serve to illustrate 
the financial conditions of the railroads for the year ending De- 
= 31, 1920, as compared with the year ending December 21, 

“The total hours of duty of all employes in 1920 was 7.68 per 
cent larger than in 1916, but the total wages paid in 1920 was 
151.82 per cent greater than in 1916.* Revenues increased in 1920 
over 1916 only 71.58 per cent, but the total expenses increased 
141.71 per cent. 

“The total operating revenue of 1916 was $3,596,865,766. The 
net railway operating income for that year applicable for inter- 
est, dividends and other corporation charges was $1,040,084,517. 

“The total increase in revenue in 1920 over 1916 due both to 
increased traffic and increased rates and charges aggregated 
$2,574,627,535. But total wages increased $2,229,639,957. The 
cost of fuel increased $729,452,415. The total increase in expenses 
was $3,411,321,601, or an increase in expenses in 1920 over 1916 
in excess of increase in revenues of $836,694,066. The net oper- 
ating revenues accordingly are reduced to $203,390,451. From 
this amount must be deducted further the increases in taxes, hire 
of equipment, rents, etc., $141,461,825, leaving the net operating 
income in 1920 available for interest and other corporate pur- 
poses only $61,928,626, as compared with that earned in 1916 of 
$1,040,084,517. 

“How ridiculous, therefore, for any one to attempt to say 
to the public that the present high traffic rates are due to the 
alleged guarantee in the transportation act. How absurd to say 
even if the railroads earned 5% per cent on the total investment 
this is excessive, when the railroads now are obliged to refund 
maturing loans that drew only 4 per cent by new loans for which 


_they have to pay from 7% to 8 per cent. The last large loan 


of the Pennsylvania company was placed after the payment of 
commissions and discounts, at 7.45 of one per cent. 

“No great transportation system which is intended to serve 
the multifarious activities of 105,000,000 people ever can be de- 
vised or operated or managed by a few loud-mouthed theorists 
who destroy and devitalize everything they breathe upon.” 


CHARGES ON RECONSIGNED LUMBER 


The lumber wholesalers of the country have launched a con- 
certed effort for the abolition of the penalty charge of $10 per 
car for each day or fractional part of a day that cars loaded with 
lumber are held for reconsignment after 48 hours after the hour 
at which free time begins to run under the demurrage rules. 
Hearing on No. 11818, American Wholesale Lumber Association 
vs. Aberdeen & Rockfish et al, and sub-numbers 1 to 12, involving 
various lumber companies and associations against practically 
every railroad in the country, began before Assistant Chief Ex- 
aminer Ulysses Butler in Chicago, June 13. 

Besides involving the $10 penalty charge after 48 hours after 
the beginning of free time, the original complaint protests its 
assessment on Sundays and legal holidays and Mondays after hol- 
idays which fall on Sunday; the assessing of the penalty charge 
at reconsigning points when cars are held there by reason of em- 
bargoes laid by the carriers; the failure to notify reconsigners of 
reconsigned shipments of the refusal of consignee to receive 
such shipments; the application of the rules governing the re- 
consignment of shipments of lumber in open top cars, and the in- 
creasing of penalty and demurrage charges in the same percent- 
- as allowed on freight rates by the Commission in Ex Parte 
74. 

These practices are called: unjust, unreasonable, unjustly 
discriminatory, unduly preferential:and prejudicial by the com- 





_plaining lumbermen, and the Commission is asked to abolish the 


penalty as described and to order the removal of the Ex Parte 
74 increases from demurrage and penalty charges on lumber. In 
addition to complaining of these practices, the complainants in 
the sub-numbers name the Director-General as a defendant and 
ask reparation. - 

Lumber dealers generally have protested these practices for 
some time, and the present hearing is ‘the result of months of 
preparation in order to get the evidence into such a shape as to 
make its presentation complete. ; 

Lumber manufacturers, on the other hand, according to J. 
E. Rhodes, secretary-manager of the Southern Pine Association, 
“are co-operating in urging the continuance of the per diem 
charge of $10.00 for the use of equipment for the consignment 
of lumber in transit.” 

“This issue,” said Mr. Rhodes, “is being contested by the 
wholesalers, who desire to use railroad equipment for ware 
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housing lumber offered for sale. When the normal volume of ton- 
nage is moving, there are not enough railroad cars to take care 
of lumber shipments; hence, lumber manufacturers are generally 
in favor of the charge for the use of equipment for this purpose, 
although they are not generally opposed to the transit car itself.” 

It is understood that a large number of the smaller manufac- 
turers, aS well as retail dealers and representatives of railroads, 
will personally recommend the imposition of a charge for the 
use of railroad cars for selling lumber in transit, according to 
Mr. Rhodes. 


FURTHER ARGUMENT IN LUMBER CASE 
The Trafic World Washington Bureau 


Application for further argument has been made by counsel 
for the Fernwood, Columbia & Gulf, on No. 10827, Swift Lumber 
Co. vs. Fernwood, Columbia & Gulf, on the grounds that it has 
not been vouchsafed an adequate presentation of its cause to the 
Commission; that the Commission in its decision, written by 
Commissioner Eastman, disregarded the railroad’s fundamental 
and constitutional right to have rates high enough to enable 
it to set up a reserve fund against the time when, by reason 
of the disappearance of the timber along its rails, the railroad 
will have no value other than for salvage; and, finally, that there 
was no violation of sections 2 and 3 of the interstate commerce 
law, the personal element of discrimination, necessary to make 
the discrimination unlawful, being absent. 

In support of the first point, the former tap line called atten- 
tion to the fact that the examiner recommended the dismissal 
of the case on the ground that the rates on lumber from the 
points of origin on the protesting railroad were and are not 
unreasonable or unjustly discriminatory or ‘unduly prejudicial, 
and that only five of the eleven commissioners voted in favor 
of the decision, while three dissented from the conclusion an- 
nounced as the conclusion of the Commission and three did not 
vote. That conclusion was that the rates from the Fernwood 
‘road were unjustly discriminatory in that they exceeded the 
junction point rates of its connections, the Illinois Central and 
the New Orleans Great Northern. 

The argument was made before three commissioners and 
of those three two dissented. The attorneys for the railroad 
company said that a majority of the Commission concurring did 
not hear the argument, and, not having heard, five of the eleven 
are of the opinion that the examiner’s report should not be 
adopted. ‘ 

The railroad company said the precise point suggested by 
that fact had been passed on judicially in several cases, notably 
Santee River Cypress Lumber Co. vs. Colleton Cypress Co., 66 
S. E. 116, and Tindall vs. Mills, 67 S. E. 908. The effect of 
those decisions was that, where a case on appeal to the Supreme 
Court was heard by a court composed of four members and 
before the case was tried one of the justices went out of com- 
mission and two of the remaining justices were in favor of re- 
versal and the other for affirmance, a rehearing would be ordered. 

The second point made by attorneys for the Fernwood road 
is that a company has a constitutional right to make rates high 
enough to amortize the value that will disappear when the traffic 
has likewise disappeared. Under the junction point rates de- 
creed by the order of the Commission, the Fernwood company 
contends it cannot lay up a reserve against the time when, by 
reason of the disappearance of the timber, there will be no more 
traffic for it to haul. i 

The third point, in the application for reargument, is that 
there is none of the personal element in the fact that arbitraries 
over the junction point rate are exacted upon lumber originating 
on the Fernwood road, such as is necessary to constitute a 
violation of either the second or third sections of the interstate 
commerce law. In other words, the Fernwood is not responsible 
for the rate adjustment that makes it necessary for it to have 
rates higher than those applicable from the junctions with the 
Illinois Central and the New Orleans Great Northern. 


COAL PRODUCTION REPORT 


The Trafic World Washington Burcau 


Owing to observance of Memorial Day, production of soft 
coal dropped to 6,835,000 net tons in the week ended June 4, as 
against 8,160,000 tons, the revised figure for the week before, 
the Geological Survey said in its report under date of June 11. 
The car loadings for each day of the week were as follows: 
Memorial Day, 6,165; May 31, 26,859; June 1, 25,285; June 2, 
25,266; June 3, 25,475; June 4, 19,154. On June 6 and 7, prelim- 
inary reports indicate, the loadings were 26,918 and 26,848 cars, 
respectively. 

In the week ended June 5 there was a total of 1,013,449 tons 
of bituminous coal dumped at the Lake Erie ports for trans- 
shipment to upper lake ports, of which 984,716 was cargo coal 
and 28,733 vessel fuel. For the preceding week the total was 
1,176,500 tons. The total movement for the season to June 5 
was 5,654,068 tons as against 1,853,393 tons in the same period 
of 1920. 

“Reports from two of the three coal exchanges at Hampton 
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Roads show a slight increase in dumpings of coal for foreign ac- 
count during the week ended June 4,” the survey said. 

“Complete figures of the May tidewater business in bitum- 
inous coal at the five principal coal ports of the Atlantic coast 
show that the activity in the export movement which attended 
the British coal strike was practically confined to Hampton 
Roads. Of the total exported—1,559,000 net tons—nearly 80 per 
cent came from Hampton Roads. The total exports at that port 
were 1,217,000 net tons, or within 200,000 tons of the record 
established in October, 1920. At Philadelphia the May exports 
were only an eighth of those of October, 1920, and at Baltimore 
the proportion was only a third. 

“The tonnage of bunker coal—861,000—was about the same 
as in the preceding month. Shipments to New England de- 
creased from 633,000 tons in April to 581,000 in May. 

“The all-rail movement to New England changed but little 
during the week ended June 4. Reports from the American 
Railway Association and the Massachusetts Fuel Administration 
show that 3,052 cars of bituminous coal and 3,067 cars of anthra- 
cite were forwarded over the Hudson, an increase in soft coal 
of 154 cars, and in anthracite a decrease of 271 cars.” 


COAL RATES TO LOUISVILLE VIA L. & N. 


Against probably the most vigorous protest any city ever 
made about a proposed increase in freight rates, the Commis- 
sion, June 15, declined to suspend Louisville & Nashville tariffs 
increasing rates on coal to that city from mines on the rails 
of the L. & N. in the Jellico, Flatwood, Harlan and Hazzard 
districts in Tennessee, West Virginia and Kentucky. The higher 
rates became effective June 16. 

Cincinnati protested emphatically, because, as seen by the 
protestants in that city, the only real reason or excuse for 
the increase was to be found in the fact that, some time ago, 
the Commission held that, inasmuch as the Chesapeake & Ohio 
and the Norfolk & Western are in Official Classification ter- 
ritory, for rate-making purposes, they were entitled to add 40 
per cent to their rates. 

The Louisville & Nashville, serving, so far as Cincinnati is 
concerned, the same coal producing territory, being in the south- 
ern territory, was permitted to make intraterritorially, to south- 
bank Ohio River destinations, an increase of only 25 per cent, 
and interterriterially, to north-bank points, an increase of 3314 
per cent. 

Refusal to suspend the Louisville & Nashville tariffs, in a 
broad aspect of the matter, without regard to the revenue needs 
of the filing carrier, had to allow the tariffs to go into effect 
for the protection of the revenues of the Norfolk & Western and 
the Chesapeake & Ohio. Lower rates over the L. & N. would 
have meant a big reduction, to Cincinnati and rejated points, of 
tonnage on the Official Classification territory rodds. Reduction 
of their rates to meet the rates of the L. & N. would have meant 
the breaking down of the rate structure of the Baltimore & 
Ohio and the Pennsylvania, at least, if not of the whole eastern 
district east and west lines. 

The maximum increase, under the tariffs which the Com- 
mission declined to suspend, is 25 cents a ton. The tariffs re- 
vised downward the rates at some of the intermediate points and 
the latter asked that the tariff be not suspended. Making the 
inncreases, according to the L. & N., meant the restoration of 
the relationship existing between rates from the competing coal 
mining districts to Cincinnati.and related points. 


USE OF ROCK DUST IN COAL MINES 


The Trafic World Washington Bureau 


A brief filed by Ralph Merriam in No. 13246, Old Ben Coal 
Corporation vs. Director-General, as agent, Chicago, Burlington 
& Quincy, discloses a method for minimizing the effect of explo- 
sions in coal mines that may result in giving the railroads a con- 
siderable tonnage they have not heretofore suspected. The 
complainant crushes shale or other kind of rock to a fine powder, 
then places that powder in V-shaped troughs at places in the 
mine shafts so set that any perceptible jar will upset them and 
set a cloud of dust afioat in the galleries or shafts. 

This cloud of dust, it is claimed, has the effect of choking 
and localizing a mine explosion which would otherwise, on ac- 
count of the highly inflammable coal dust and mine gases, 
spread and involve the whole mine. The complainant uses the 
dust prevention device in its twelve mines in southern Illinois. 
So convinced is it that the device is practicable that it seeks 
reparation on about eighty carloads of the rock or shale dust, 
moved by it from its mine No. 9 near West Frankfort, IIl., to 
other of its mines at Christopher and Sesser, Ill. The dust 
moved between December, 1918, and February, 1920, on a tenth 
class rate of $1 per net ton. Reparation is asked down to the 
basis of a rate of 60 cents per net ton. The Burlington, a short 
time ago, offered to establish a rate of 70 cents per net ton. 
It and the Railroad Administration did not agree to repara- 
tion on the movements during federal control. 

In behalf of the complainant, it is contended that the dust 
should take not higher than the ground or crushed rock basis. 
Inasmuch as no commodity rates on crushed or ground rock 
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were in effect between the points of movement, the class rate, 
established under the Illinois classification was the only one 
that could be assessed. 


FORMER COMMISSIONER COMPENSATED 
An appropriation of $8,800 to pay former Commissioner Ford 
for his services as a member of the Commission from June 11, 
1920, to March 4, 1921, was provided in the deficiency appropria- 
tion bill and agreed to by the House and Senate. 


ANN ARBOR CERTIFICATES 
The Commission has issued a certificate for $75,261.85 to 
the Ann Arbor, under authority of section 209(g), bringing the 
total of certificates to that carrier up to $315,261.85, the amount 
heretofore found by the Commission as necessary to make good 
the government’s guaranty to that railroad company. Previous 
certificates were for $100,000 and $140,000. 





Personal Notes 


@ 





* 

A. 8. Birchett has been appointed traveling freight agent 
for the Wabash at Cincinnati. - 

The accounting offices of the Arkansas & Louisiana Missouri 
Railway Co., the Mansfield Railway & Transportation Co. and 
the Louisiana & Pine Bluff Railway Co. have been transferred to 
Shreveport, La. R. F. Humble has been appointed general audi- 
tor for these lines in charge of the Shreveport offices. The 
offices of the general freight and passenger agent of the Ar- 
kansas & Louisiana Missouri have also been moved to Shreve- 
port, and J. H. Shaw, general freight and passenger agent for 
that line, has been appointed to the same position for the Mans- 
field Railway & Transportation Co. also. 

The offices of the assistant treasurer of the Nacogdoches & 
Southeastern Railroad Co. have been moved to Shreveport, La. 

The Georgia & Florida Railway has announced the following 
appointments: H. W. Watson, general freight and passenger 
agent in charge of solicitation, vice W. D. Cook, resigned; W. H. 
L. Nelms, general agent at Atlanta; D. W. Agnew, general west- 
ern agent at Cincinnati: W. W. Swain, commercial agent at Nash- 
ville, succeeding Mr. Watson. 

Charles E. Smith, until very recently traveling freight agent 
for the New Jersey, Indiana & Illinois Railroad, died at Chicago, 
May 28. Mr. Smith was fof many years commercial agent for 
the M. & O. at Pittsburgh. 

H. C. Dinkins, general agent for the International & Great 
Northern Railroad at Mexico City for eighteen years prior to the 
discontinuance of that office in 1914, has resumed those duties 
upon the re-establishment of the I. & G. N. agency in Mexico. 

Charles J. Rieger has been appointed express traffic man- 
ager for the Louisville & Nashville at Louisville. 

The Chicago, Racine & Milwaukee Line has announced the 
following appointments: R. F. Church, general manager t6 suc- 
ceed E. W. Seymour, who died; Morgan E. Cartier, general pas- 
senger agent at Milwaukee, and Charles A. Donlin, general freight 
agent at Chicago. Mr. Donlin also retains his position as general 
freight agent for the Michigan Transit Company. 

E. E. Overton has been appointed traffic manager for the Mid- 
land ontinental Railroad. 

D. C. Andrews & Co. of Illinois have closed their Chicago 
office. A. C. Sherrard, their former Chicago manager, who has 
been in the export and import shipping business for 18 years, 
will continue at the same address under the firm name of the 
Aetna Service Company. 

A. B. Harter has been appointed traffic manager for John 
Wade & Co., Inc., of Memphis, Tenn. 


DOINGS OF THE TRAFFIC CLUBS 


At a meeting of industrial and railroad traffic men, June 10, 
the Atlanta Traffic Club was organized. This organization plans 
to operate along the lines of the traffic clubs in other cities to 
bring about co-operation and fellowship among its members. 
Officers were elected as follows: President, G. E. Boulineau, 
general freight agent, Atlanta & West Point Railroad and the 
Georgia Railroad; first vice-president, J. W. White, traffic man- 
ager, International Agricultural Corporation; second vice-presi- 
dent, S. Linthicum, traffic manager, Empire Cotton Oil Com- 
pany; secretary-treasurer, S. W. Willson, general southern agent, 
Philadelphia & Reading Railroad; board of governors, C. E. 
Cotterill, general counsel, Southern Traffic League; P. A. Wright, 
assistant general freight agent, Southern Railway System; J. B. 
Dunlap, traffic manager, B. Mifflin Hood Brick Company; and 
G. S. Rains, member, southern freight rate committee. 





At the general meeting of the Industrial Traffic Club of 
the Niagara Frontier, held in Buffalo, June 6, congerssional bills 
authorizing the issuing of interchangeable mileage books and 
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the exemption of American vessels from the payment of Panama 
Canal tolls were approved. The action of the board of govern. 
ors of the club in opposing the Frelinghuysen bill to provide the 
Commission with power to establish seasonal coal rates was 
approved by the meeting. 





The Traffic Club of New York held a golf outing at the 
Upper Montclair Country Club, Upper Montclair, N. J., June 16. 
A number of prizes were awarded in various golf contests. 
Luncheon and dinner were served at the Country Club. The 
Traffic Club plans to give a number of these outings during the 
summer. 





The operating division of the freight station section of the 
American Railway Association will hold its first annual session 
at the Drake Hotel, Chicago, June 21, 22 and 23. Officers will 
be elected and reports of officers and committees considered. 





The Transportation Club of Seattle has announced the tak- 
ing over of the lunch room in the Railway Exchange building. 
The club has arranged a boat trip to Leschi Park, June 25, and 
plans are being laid for its eleventh annual picnic, to be held on 
August 6. . 





The first annual outing of the Miami Valley Traffic Club 
will be held at the Hills and Dales Club, Dayton, June 23. 





At the annual meeting of the Traffic Club of Pittsburgh the 
following officers were elected: President, George A. Buse; 
vice-presidents, H. H. Gray, C. P. Parker and S. Y. Baldwin; 
secretary, E. A. Hynes; treasurer, J. F. Constans; governors, 
Robert Allen, D. H. Amsbury, Don M. Crawford, W. T. Lowe 
and E. M. Wagner. W. W. Blakely, the retiring president, was 
presented with a watch, and F. A. Lyman, the retiring secretary, 
with a chest of silver, by the members. 





The Traffic Club of Battle Creek will hold its annual meet- 
ing at the social hall of the Kellogg Toasted Corn Flake Com- 
pany, June 22, 1921. Dinner will be served and an interesting 
program of speakers has been arranged. 





T. Park Hay, assistant manager for the United States Ship- 
ping Board, will address the noonday meeting of the Traffic 
Club of St. Louis, June 21, on the.subject of the American mer- 
chant marine. 





The eastern tournament committee of the National Freight 
Traffic Golf Association will shortly announce its summer cham- 
pionship tournament at Shackamaxon Golf Club, Westfield, N. J., 
on July 20, 21 and 22. This, no doubt, will assure a full attend- 
ance of shippers at the Official Classification Committee’s meet- 
ing, which starts in New York on Monday, July 18, and will 
continue for several days. 





The regular monthly dinner meeting of the Traffic Club of 
Utica, held June 14 in the Baggs Hotel, was observed as N. Y. O. 
& W. night. The speakers of the evening were C. B. McManus, 
Jr., general freight agent; E. J. Lillis, assistant freight claim 
agent, and Mr. W. C. Hartigan, superintendent of the N. Y. 0.-& 
W. Mr. McManus spoke on the present transportation situation, 
and Mr. Lillis spoke on the proper methods of filing claims. 
In addition to the above there were representatives present from 
the following roads: A. T. & S. F., Norfolk & Western, Grand 
Trunk, Erie, Wheeling & Lake Erie, Chicago & North Western, 
Delaware, Lackawanna & Western and New York Central. 





BEEK ADDRESSES MIAMI VALLEY TRAFFIC CLUB 


J. H. Beek, executive secretary of the National Industrial 
Traffic League, was the principal speaker at the June meeting 
of the Miami Valley Traffic Club, held in the Elks’ Temple at 
Middletown, O., June 6. Mr. Beek sketched a’ short history of 
the progress of railroads in this country and made the assertion 
that they are not keeping pace in mileage and equipment with 
the growth of industry. As a representative of the shipping 
public, he pleaded for a fair show for the roads. 

“It is my judgment that no reduction in rates can be ex- 
pected for a long time. The expectation of lower rates is seri- 
ously slowing up traffic, but high rates ought not to hamper ship- 
ments. 

“It is time for us to lay aside our prejudices against the 
railroads, and solve this problem, or we will see the only alter- 
native of governmental control, and the people will be taxed 
for the deficits. I pray that the day when the railroads will be 
the football of politics, and have to sell themselves to each suc- 
ceeding administration, may never come. Our industrial life 
depends upon our having an adequate transportation system.” 

Among those present were R. B. Mann, superintendent of 
the B. & O.; A. B. Hart, of the Pennsylvania; J. L, Roney, D, 
E. Smith and Harry T. Ratcliffe, of the Champion Coated Paper 
Company, Hamilton, O., and F. Haergman, traffic manager of the 
National Cash Register Company. 
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DEMURRAGE ON EMBARGOED HAY 


(Continued from page 1296) 
ure to give location in the notices of arrival, and failure to 
move cars after reconsigning orders had been given. 

Mullen recommended reparation only on the cars which 
started before the embargoes were placed, or on cars that were 
not forwarded on reconsignments given on cars which had 
started from points of origin before the placing of an embargo. 

“An embargo is not placed for the protection of the shipper,” 
Mullen proposes the Commission shall say. “The forwarding of 
cars to an embargoed point does not of itself operate to relieve 
a consignee from demurrage charges.” 

On that theory a consignee commission merchant, who ac- 
cepts a car sent to him by a consignor with whom he had not 
made a prior arrangement, can relieve himself from liability 
for demurrage on a car accepted by the railroad agent in dis- 
regard of an embargo only by refusing the shipment, thereb; 
running the risk of being placed on the no credit list of the 
railroad, or of having a consignor, whose business is desirable, 
take offense over the refusal of a car forwarded in disregard 
of an embargo, to a consignee who had relied on that embargo 
to protect himself against the receipt of cars that might be 
offered in violation of the embargo. 





RATES ON STONE IN AND FROM INDIANA 


Examiner F. H. Barclay has recommended the dismissal of 
No. 11423, Bedford Cut Stone Co. et al. vs. C. I. & L., Director- 
General, et al., and No. 11335, Ingalls Stone Co. vs. Director- 
General et al., on a holding that rates on stone from quarries to 
mills and other similar inter-plant movement on the lines of the 
c. 1. & L. and C. T. H. & S. E. in the Indiana limestone district, 
and the outbound interstate rates from that district, have not 
been shown to have been or to be unreasonable or otherwise 
violative of the interstate commerce law. The prayer was for 
reparation on shipments which had moved since January 1, 1916, 
and the establishment of reasonable and non-prejudicial rates for 
the future. 


RATES AND ROUTES ON CEREALS 


A recommendation that the complaint be dismissed has been 
made by Examiner Richard T. Eddy in a report on No. 11660, 
Traffic Bureau of the Chamber of Commerce of Phoenix, Ariz., 
vs. Abilene & Southern, Director-General, et al., on a holding 
that rates on cereals, carloads, from El Paso, Tex., and defined 
territory groups, to Phoenix, Tempe and Mesa, Ariz., are not 
unreasonable or otherwise unlawful. He also recommended a 
denial of the prayer for establishment of through routes and 
joint rates on cereals in carloads from El Paso, Tex., via the 
Southern Pacific System lines through Phoenix to points on the 
Santa Fe between Phoenix and Mojave, Cal., and points on both 
the Santa Fe and Southern Pacific beyond Mojave. 





IMPORT RATE ON DRIED EGG YOLK 


A finding of unreasonableness as to part of the transporta- 
tion charges received for services within the United States has 
been recommended by Examiner Elmer L. Beach, in a report on 
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No. 11872, Arnhold Bros. vs. Director-General as agent. The 
complainant alleged that the charges on a carload of dried egg 
yolk from Vancouver, B. C., to Baltimore, on traffic originating in 
China, were unreasonable. The question of jurisdiction was 
raised, and Beach recommended a holding that the jurisdiction 
of the Commission extended only to that part of the transpor- 
tation within the United States. The shipment in this case was 
made in July, 1918. A first class rate of $4.625 cents was col- 
lected. Beach recommended a holding that the subsequently 
established rate of $2.50 would have been reasonable even on this 
valuable traffic worth about 50 cents a pound. That rate would 
have yielded 16 mills on a haul of 3,000 miles. 





EFFECTIVE DATE OF MONTANA RATE ORDER 


The Commission has postponed the effective date, in No. 
11860, Montana Rates and Fares, from June 10 until the further 
order of the Commission. The application for postponement was 
made by the Burlington and other railroads having complicated 
state rate situations to deal with in Montana and other states, 
not only on account of the Commission’s decision in the Mon- 
tana state rate case, but also in the Holmes & Hallowell case. 


Acquire an Expert Knowledge of 


ey TRAFFIC MANAGEMENT 












Would you be able to save more money in shipping ?— to reap 
greater benefit from the interstate commerce rulings? — to 
handle more advantageously the problems that come up in 
domestic and foreign traffic? Then investigate the LaSalle Problem 
Method of home-study in Interstate Commerce and Industrial and 
Railway Traffic Management. Find out how this course can assist 
you to better knowledge of traffic management by giving you 
the experience of more than 70 of America’s well known author- 
‘ q ities and traffic executives. Write for catalog and 
low cost monthly payment plan 


lan. 
LaSALLE EXTENSION UNIVERSITY 
Department 695-TB CHICAGO, ILLINOIS 
The Largest Business Training Institution in the World 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER iN DEMANC 
and THE TRAFFIC WORLD is the logical medium for getting th. 
men and the positions in touch with each other. The rates fo 
uassified advertisements ars as follows: First insertion, $1.00 pe 
ine; minimum charge, $3.00; succeeding insertions, per line, 50c; 11 
words to the line; numbers and abbreviations counted as words 
$ point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 











SITUATION WANTED—Young American veteran desires position 
as traffic man. Five years’ transit grain and general traffic experi- 
ence. Familiar rates, claims of all classes. La Salle Graduate. Age 
’. L.,’’ Traffic World, Chicago. 


POSITION WANTED—tTraffic executive holding important rail- 
way position qualified as examiner Interstate Commerce Commission 
seeks eed field. Address R. E. E. 301, care Traffic World, Chi- 
cago, " 


ptt 

POSITION WANTED—Present freight rate maladjustment, com- 
plexity of tariffs, claims, etc., unquestionably require attention thor- 
oughly experienced traffic man. One meeting all requirements wishes 
to make connection where efforts resulting advantageously to em- 
ployer will receive substantial recognition. Specialty, Southern terri- 
tory. ‘‘Asset,’’ care Traffic World, Chicago. 


twenty-six; married. Address ‘‘M. W 








R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 
312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 
Prompt and Efficient Service, Exceptional Facilities—Custom House 
Brokere—Track Connections with all Railroads and Steamship 
Docke—Members American Chain of Warehouses—Members Amer- 
ican Warehousemen's Association. 
Phone No. 4883 SAVANNAH, GA. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 
Teaming of Every ei Delivery Service and Carload 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 
General Transfer and Storage Business 
Special attention given merchandise stock and storage accounts, 
carloads for distribution. Less carloads for city delivery, reship- 
ment and reforwarding by express or parcel post. 
Ne switching charge on carload shipments. 








SEATTLE TRANSFER CO. 


123 Jackson St. Seattle, Wash. 


Quick Distribution of all Pool Cars 
100,000 sq. ft. of warehouse space 
Warehouse-men and forwarders. 


ROCHESTER, NEW YORK 





General Storage Forwarding Carioad Distribution 
Excellent facilities for reshipping without cartage. I ef rei 
12 cents. Members of American Warehousemen’s ation oi. 


American Chain of Warehouses. 
Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING AND MAPLE 8TS8. 


EL PASO, TEXAS 


GENERAL STORAGE DISTRIBUTION 
BONDED SPACE FOR GOODS SHIPPED IN BOND 


INTERNATIONAL WAREHOUSE CO., Ine. 
200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,000 Capital 
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ELASTICITY IN MAKING RATES 


Editor The Traffic World: 

In your June 11 issue I note, under the head of “Current 
Topics in Washington,’ an item headed “Penalty for Making 
Concessions.” 

It has long been my opinion that the absence of elasticity 
or power on the part of the carriers was a big handicap both to 
the carriers and the shippers. If some method could be orig- 
inated that would permit the carriers to meet conditions without 
the delay now necessary, I am sure it would be of great benefit, 
and I really believe that the carriers, from my own experience 
lately, are in a mood to encourage any visible or spot traffic that 
may develop by the publication of rates that would permit move- 
ment, after being shown that such rates were necessary, or 
where, in their opinion, necessary to move traffic. 

I might mention some commodities in which we are inter- 
ested on which movement has entirely ceased account of the low 
value of the commodity and the high rate of freight. 

R. W. POTEET, 
Traffic Manager, The Stanley Works. 
New Britain, Conn., June 14, 1921. 








ELEVATOR LAND LEASES 


Editor The Traffic World: 

With reference to letter from the R. E. Jones Company, 
Wabasha, Minnesota, appearing in The Traffic World June 4, 
relative to elevator land leases on the Chicago, Milwaukee & St. 
Paul Railway Company: 

I know of no ruling or order of the Interstate Commerce Com- 
mission requiring such rentals to be based on the value of the 
land, plus the value of the sidetrack, nor is the rental in this case 
based upon such a formula. It is based upon 6 per cent of the 
value of the land occupied. 

The letter from the Jones Company indicates that there is 
a misunderstanding of the explanations made by the representa- 
tive of the St. Paul Company regarding the reasoning by which 
the value was arrived at. 

In the past, a lack of uniformity of valuing industrial sites 
and fixing rentals on property of this character has resulted in 
discriminations as between shippers, that were, of course, ob- 
jectionable to them as a whole, to the carriers, and to the gov- 
ernmental regulating bodies. This has been particularly true 
where car service facilities have been involved, as they usually 
are. 

The United States Railroad Administration, in General Order 
15, laid down a plan devised to eliminate discrimination in car 
service facilities. By that rule industries have been required 
to pay the expense of constructing the track that serves them 
and its maintenance thereafter; the ownership of the track which 
lies on the company’s right of way is vested in the railway com- 
pany. This is now a practically uniform rule. In addition to 
this expense, the industry, if located on the right of way of the 
company, pays a rental on the value of the iand so occupied, or 
if located off the company’s right of way, it must either rent or 
purchase from private individuals. In such cases the total cost 
to the industry is, therefore, made up of two factors: 

(a) The land value without trackage facilities; 

(b) The cost of the track. 

In this instance the St. Paul Railway Company found a valu- 
ation of an industry site that had trackage and car service avail- 
able to it, but took into consideration the fact that the site did 
not have the exclusive use of the trackage. In arriving at the 
value of the site, sales and assessments upon similar and adja- 
cent land were collected. The relevancy of this information was 
carefully considered and submitted to three residents, considered 
by their experience best qualified in land appraisal work, and 
their opinion was obtained as to the value of the railway com- 
pany’s land as an industrial site. With this information and the 
experience of their appraisers in the town in question, and other 
towns as well, a valuation was found for the land in question, 
and it is upon the value of the land thus arrived at that the in- 
dustry was asked to pay a rental charge of 6 per cent. 

This value is, however, less than the value that would be 
applied to similar and adjacent privately owned land having 
trackage facilities, for the reason that in this particular case the 
trackage does not serve the industry in question exclusively. If 
an industry or individual rents land fronting on a paved street, 
the use of which is free to the public, the value of the land, and 
consequently the rental paid would be higher than if there was 
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no street or if it was not paved. It cannot be said, however, that 
the lessee has been reqired to lease the street, or the portion of 
it fronting on his ground; it is the presence of the street which 
has enhanced the value of the land upon which the rental is as- 
sessed. The industry is not charged with rental on the railway 
company’s track. That impression may have been erroneously 
gained through discussion of the cost of constructing the track 
and what the value of the land would be without the enhanced 
value resulting therefrom. 

This answers the query—Can the railway company cancel a 
lease on the grounds of refusal to lease the sidetrack opposite? 

The cost to this industry in the way of rental is less than 
the cost to an industry now locating on property of the railway 
company and which under the rule adopted by the Railroad Ad- 
ministration, the industry is obliged to pay the first cost of con- 
struction and the maintenance of the track, in addition to the 
cost of the land. 

In short, an honest and careful effort is being made to ar- 
rive at a fair, conservative value in each instance, and to avoid 
discrimination as between industries. 

W. W. K. Sparrow, 
Assistant to President, C. M. & St. P. Ry Co. 
Chicago, June 9, 1921. 
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THINKS RATES SHOULD COME DOWN 


Editor The Traffic World: 

I have been following up your editorial article regarding 
the proposed reduction in freight rates. After reading your 
article of last week, it seems I must give you some points of 
views you evidently have overlooked regarding the rate of ad- 
justment. 

It is very evident-that freight rates are excessive and inas- 
much as the majority of commodities have dropped in price, 
there is no good reason why freight rates should not come down 
to what traffic will bear. 

In the first place railroads are loaded up with excessive non- 
production labor; second, normal times when railroads were 
earning a good dividend on their capitalization, they issued a 
lot of bonus stock to their stockholders and now they are com- 
pelled to pay the dividends on this stock. In other words, if 
railroads were only to pay a dividend on actual value, there is 
no question but what their 6 per cent would be easily earned; 
also the price of coal is practically cut in half and the price of 
material, fuel and oil used by the railroads has been reduced; 
third, a reduction of rates would naturally increase traffic and 
divert back to the railroads traffic that is now being trucked by 
auto trucks and practically all the automobiles manufactured 
would be shipped, instead of running them on their own wheels 
from points of manufacture to points of distribution. In other 
words I feel that with efficient management together with non- 
production labor cut down to a minimum, there is no reason 
why railroads would not earn 6 per cent on their total value 
capital. 

In our line of business our freight rates have increased, as 
you know, 40 per cent, which means that we pay 40 per cent on 
raw material inbound and 40 per cent on manufactured material 
outbound; in other words, it increases the cost of our product 
80 per cent. 

Sometime @go we took a contract for a thousand tons on the 
old freight rates and when finally the contract was placed, the 
freight rates had increased this 80 per cent, which meant on 
this contract $16,000 additional freight. If you can see any 
reason for this enormous increase I certainly should like to know 
why. It is very evident that railroad labor should take their 
amount of cut which is due them like most other corporations— 
namely, 20 per cent. 

In our district I happen to know of a little railroad that 
during war times had one chief dispatcher who worked ten hours 
a day. Today, this same railroad under present conditions has 
three chief dispatchers. This same railroad has increased its 
general office force by six different titled persons. If this rail- 
road could get along during exceptionally good conditions with 
less men, why put on all these high priced men during a period 
of this kind? Of course, there are exceptions and I fully agreé 
that in a good many cases the railroads are entitled to a fair 
rate and a fair return but needless non-productive labor together 
with excessive cost of operation is the one thing that keeps the 
railroads from meeting their obligations. 

Bethlehem Construction Company, 
E. W. Seidler, Traffic Manager. 
Bethlehem, Pa., June 8, 1921. 
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CHANGES IN DOCKET 


Hearing on No. 12460, The Oklahoma National Live Stock 
Exchange et al. vs. Director-General, Abilene & Southern, et al., 
assigned for hearing at Oklahoma City, Okla., June 15, before 
Examiner Kephart, is postponed to a date to be hereafter fixed. 

Hearing on No. 12479, American Shipbuilding Co. et ai. vs. 
B. & O. et al., and No. 12479, Sub. No. 1, Frank A. Scott and 
J. O. Eaton, receivers for the Standard Parts Co. vs. Director- 
General, Baltimore & Ohio, et al., assigned for Clevéland, O., 
June 18, before Examiner Hunter, was postponed to a date to be 
hereafter fixed. 


Hearing in No. 12476, Rogers Brown Iron Co. vs. Director- 
General, D. L. & W., et al., assigned for June 15 at Buffalo, 
N. Y., before Examiner Quevedo, was canceled. 

Argument in No. 11868, Northern Potato Traffic Assn. vs. 
Director-General, A. T. & S. F. et al., assigned for June 16 at 
Washington, was canceled. 

Hearing in 12490, the National Petroleum Assn. et al. vs. 
Director-General, Pennsylvania Railroad et al., assigned for June 
20 at Cleveland, O., was postponed to a date to be hereafter 
fixed. 

Hearing in 12405, Havana Metal Wheel Co. vs. C. P. & St. L. 
et al., assigned for June 21 at Chicago before Examiner Seal, 
was canceled. 

Hearing in Finance Docket 36, application of the Utah Ter- 
minal Railway Co. for a certificate of public convenience and 
necessity, assigned for June 21 at Salt Lake City, before the 
Public Utilities Commission of Utah, is canceled and reassigned 
for July 27 at Salt Lake City, before the Public Utilities Com- 
mission of Utah. w. 


PETITION FOR REHEARING 


Complainants in No. 10807, Illinois Zinc Company, Matthiessen 
& Hegeler Zinc Company vs. Director-General, Missouri Pacific, 
et al., have asked the Commission to grant a rehearing and to 
modify its order in that case. 


c., 1. & L. NOTES AND BONDS 


The Chicago, Indianapolis & Louisville, in finance docket No. 
1376, has been authorized to pledge and repledge all or any part 
of $3,493,000 of first and general mortgage five per cent gold 
bonds, series A, as collateral security for notes issued under 
paragraph 9 of section 20 (a). 
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WOOD BOXES 
Are the Safest Containers 


We Manufacture Only 
Quality Containers for 


Domestic and Export 
Shipments 


Box Shooks—4-Ones—Any Size or Style 


DAVID M. LEA & CO., Inc. 


RICHMOND, VA. 


ANC i Lo =) 
oR DONALD « 


REGULAR SERVICES 
FREIGHT and PASSENGER 


Between 


MONTREAL 
BOSTON 
and 
ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 
Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 


PHILADELPHIA 


YORK 
NRL TIM PORTLAND, ME. 


BALTIMORE 


BRISTOL 
GLASGOW 
HAVRE 
ROTTERDAM 
DANZIG 


QUEENSTOWN 
PLYMOUTH 
LONDON 
LONDONDERRY 
CHERBOURG 


Ship Through the 


Port of Los Angeles 


34 Steamship Services Reaching Over 100 World Ports 
LIST OF DIRECT PORT CONNECTIONS: 


Christiania, Norway 
Christobal, Canal Zone 
Cienfuegos, Cuba 
Colombo, Ceylon 
Corinto, Nicaragua 
Cuban Ports 
Dairen, Manchuria 
Ensenada, Mexico 
Eten, Peru 

Finnish Ports 
Galveston, Texas 
Genoa, Italy 
Glasgow, Scotland 
Gothenburg, Sweden 
Guayaquil, Ecuador 
Guaymas, Mexico 
Hamburg, Germany 
Harve, France 
Havana, Cuba 
Hongkong 

Honolulu 

Huil, England 
Iquique, Chile 
Jacksonville, Florida 
Kobe, Japan 

La Libertad, Salvador 
La Paz, Mexico 


Acajutla, Salvador 
Acapulco, Mexico 
Alexandria, Egypt 
Amapala, Honduras 
Antofagasta, Chile 
Antwerp, Belgium 

Arica, Chile 

Avonmouth, England 
Auckland, New Zealand 
Bahia Blanca, Argentina 
Balboa, Canal Zone 
Baltimore, Md. 

Baltic Ports 

Barcelona, Spain 

Boston, Mass. 

Bombay, India 
Buenaventura, Colombia 
Buenos Ayres, Argentina 
Calais, France 

Calcutta, India 

Callao, Peru 

Cartagena, Colombia 
Cape Town, South Africa 
Cardenas, Cuba 

Cape San Lucas, Mexico 
Champerico, Guatemala 
Charleston, S. C 


Rotterdam 

St. Lucia 

London Salaverry, Peru 

Malmo, Sweden Salina Cruz, Mexico 
Marseilles, France San Diego 

Mauritius San Blas, Mexico 

Melbourne, Australia San Francisco 

Manila, P. I. San Jose de Guatemala 
Manzanillo, Mexico San Juan Del Sur, Nicaragua 
Santiago, Cuba 


La Union, Salvador 
Liverpool 


Mazatlan, Mexico 
Moji, Japan Santos, Brazil 
Mollendo, Peru Savannah, Georgia 
Montevideo, Uruguay Seattle 

Nagasaki, Japan Shanghai, China 
New Orleans Siagon, Indo-China 
Neuvitas, Cuba Singapore 

New York Stockholm, Sweden 
Norfolk, Virginia Sydney, Australia 
Paita, Peru Tacoma 

Philadelphia Talara, Peru 

Pisco, Peru Topolobampo, Mexico 
Portland, Oregon Tientsin, China 

Port Said Valparaiso, Chile 
Puerto Colombia Victoria, B. C 
Puntarenas, Costa Rica 


Wellington, New Zealand 
West Indian Ports 
Yokaichi, Japan 
Yokohama, Japan 


Rio de Janeiro, Brazil 
Rosario, Argentina 


Write for Illustrated Book and Port Maps 


Board of Harbor Commissioners 


SUITE 33, CITY HALL, LOS ANGELES, U. S. A. 
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8 a 
Loss and Damage Decisions 

Cases Recently Decided by State and Federal Courts 

i (Digests taken from Reporters and Digests of National Reporter 

y System, published by West Publishing Co., St. Paul, Minn. 

i Copyright by West Publishing Co.) 

8 o-: * 





LOSS OF OR INJURY TO GOODS 


Initial Carrier’s Liability Ends on Delivery to Interstate Point 

Designated in Bill of Lading: 

(Supreme Court of Mississippi.) When the initial carrier 
issues the bill of lading, by the terms of which it undertakes to 
deliver the interstate shipment at a certain place, its contract 
is performed when it delivers the shipment in good ordér at the 
designated place, and it is not liable, under the Carmack Amend- 
ment (U. S. Comp. St. pp. 8604a, 8604aa), for damage to the 
shipment while it is being transported by another railroad com- 
pany to some other point under a bill of lading issued by the 
other company to the owner of the property.—Yazoo & M. V. R. 
Co. vs. Norman. 88 Southern Rept. 174. 


DELAY IN TRANSPORTATION OR DELIVER 
Reasonable Time for Delivery—What Constitutes and How De- 
termined: 

(Supreme Court of North Carolina.) What is a reasonable 
time for delivery of an express shipment depends on the distance 
to be traveled, the situation of the parties, the character of the 
goods, and all the surrounding circumstances—Moore Bros. vs. 
American Ry. Express Co. 107 S. E. Rept. 6. 

Under ordinary conditions, a delay of 34 days in the delivery 
of an express shipment from Brockton, Mass., to Thomasville, 
N. C., would be unreasonable.—Ibid. 

In an action to recover the value of shoes shipped to plain- 
tiffs by defendant express company under a contract providing 
that, in case of failure to make delivery, claims must be made 
in writing within four months after a reasonable time for de- 
livery had elapsed, evidence offered by plaintiff consignees that 
on account of war conditions and an influenza epidemic ship- 
ments were much delayed so that 34 days was not an unreason- 
able time to wait for delivery, was admissible on the question 
whether notice of claim was filed by plaintiff consignees within 
four months after a reasonable time for delivery has elapsed.— 
Ibid. 

Liability of Telegraph Company for Delay: 

(Supreme Court of Nevada.) Notwithstanding Practice Act, 
p. 115, as amended by St. 1915, c. 158, declares that when an 
answer contains new matter constituting defense or counter- 
claim, plaintiff shall serve and file a reply, etc., judgment in an 
action against telegraph company for negligent failure to deliver 
an interstate telegraphic message cannot be rendered on the 
pleadings because plaintiff failed to reply to new matter in the 
answer setting up that the message was an unrepeated message, 
and that it was accepted on condition that defendant should be 
liable for mistakes or delays only to the amount received for 
transmission, where the complaint alleged that the sender in- 
formed defendant that it desired prompt transmission and de- 
livery regardless of expense, ete., and such averment was 
traversed, for that left an issue of fact to be disposed of.—Parks 
vs. Western Union Telegraph Co. 197 Pacific Rept. 580. 

Whether a stipulation restricting the liability of telegraph 
company for transmission of an interstate message is valid, de 
pends on federal law.—Ibid. 

New matter set up in an answer is either in confession and 
avoidance or discharge.—Ibid. 

Where the trial court improperly rendered judgment for de- 
fendant telegraph company on the pleadings, notwithstanding the 
issue whether the message was received under direction to trans- 
mit it with diligence regardless of expense, etc., was undeter- 
mined, the question whether recovery can be had on an independ- 
ent contract for delay of an interstate message received under 
such circumstances where the only consideration was the regular 
rate for unrepeated messages will not be determined.—Ibid. 


CARRIAGE OF LIVE STOCK 


Liability of Carrier for Failure to Furnish Cars for Interstate 

Shipment: 

(Court of Appeals of Kentucky.) Under Interstate Com- 
merce Act 1887, p. 1 (U. S. Comp. St. p. 8563), the term “trans- 
portation” is declared to embrace all instrumentalities of ship- 
ment or carriage, and under the Hepburn Act of June 29, 1906 
(U. S. Comp. St. p. 8563 (2)), as well as the subsequent Carmack 
Amendment (U. S. Comp. St. pp. 8604a, 8604aa), an agreement by 
an express company, which is included in the term “common 
carrier” as defined by the Hepburn Act, to furnish a car for an 
interstate shipment, is not an independent contract separate and 
distinct from the contract of shipment; so, where the car was 
not furnished within the time required, and loss resulted, re- 
covery cannot be had where notice was not given within the 
four-month period fixed by the rules of the Interstate Commerce 
Commission, for Congress included in the term “transportation” 
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all preliminary services.—Cecil vs. Southern Express Co. 229 
S. W. Rept. 1041. 

The liability of a carrier of an interstate shipment under 
bill of lading issued pursuant to the Interstate Commerce Act 
is a federal question.—Ibid. 





s * 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 
. a 





REGULATION OF COMMON CARRIERS 


Government Requesting Transportation Without Contract, Im- 
plies Agreement to Pay Established Rate: 
(Submitted March 22, 1921. Decided April 18, 1921.) Where 

the United States requested a railroad company to furnish trans- 

portation for men in the military service, and accepted the serv- 
ice without arranging for a different or reduced rate, as it 

might under interstate commerce act, p. 9 (Comp. St., p. 8595), 

it assented to and became obligated to pay the established rate 

of the carrier under act July 27, 1866, p. 5, less any lawful land 
grant deduction, and it was error to determine this rate by 
combining the party rate covering a part only of the distance 
and the individual rate for the remainder, and then making any 
deductions on account of land grants.—Atchison, T. & S. F. Ry. 

Co. vs. United States, 41 Supreme Court Rept. 456. 

Party Through Rate Not on File Cannot Be Made Up of Party 
Rate on File for Part of Distance and Individual Rate for 
Balance: 

The rate for through transportation of a party where the 
carrier had no through party rate on file, is the individual 
through rate for each person, not the combination of a party 
rate, which had been filed, applying to part of the distance, and 
of the individual rates for the rest of it.—Ibid. 

Application of Rate: 

(Circuit Court of Appeals, Eighth Circuit.) In an action 
by a railroad company to recover freight on a shipment of gran- 
ite, the question in issue being whether it should be classified 
as monuments—granite, * * *” or at a lesser rate, as 
“* * * granite * * * blocks, slabs or pieces,” a finding 
by the court, to which the case was tried by stipulation, that 
the shipment should be classified as monuments, held sustained 
by the evidence, where it was billed as monuments, and defend- 
ant admitted that it was “in some stage of preparation for 
monuments,” and, in the absence of any evidence as to what 
work had been done on the stone or what remained to be done 
to complete the monuments.—Kimball et al. vs. Chicago, R. I. 
& P. Ry. Co., 271 Fed. Rept. 469: ' 
Misquotation of Rate by Agent Does Not Affect Payment of 

Lawful Rate by Shipper: 

(District court, S. D., California.) A misstatement by an 
agent of a railroad company of the amount of a freight charge 
on an interstate shipment, and its payment by the shipper, held 
not to relieve him from liability for the lawful rate.—Payne, 
Director-General of Railroads, vs. Clarke, 271 Fed. Rept. 525. 
Publication Not Essential to Lawful Rate: 

A rate filed by a carrier with, and approved by, the Inter- 
state Commerce Commission, constitutes the lawful rate, irre- 
spective of its subsequent publication.—Ibid. 

Counterclaim for Damage to Shipment May Be Pleaded in Action 
for Freight in Federal Court: 

In an action to recover a freight charge in a federal court, 
defendant held entitled to assert a counterclaim for damage to 
the shipment, where such counterclaim is permitted, or required, 
by the state practice.—Ibid. 





Shipping Decisions ° 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


Reasonable Diligence by Charterer in Loading Is Sufficient: 
(Circuit Court of Appeals, Ninth Circuit.) In the ab- 
sence of a provision fixing lay days, a charterer is required only 
to load with reasonable diligence, to. be determined by the col: 
ditions which affect the work of loading; but the rule of reason- 
able diligence applies only to the actual loading, and does not 
excuse for failure to have a cargo ready to load.—The Levi. W- 
Ostrander. Hind, Rolph & Co. et al. vs. Ostrander, 271 Fed. 
Rept. 406. 
Delay by Charterer in Furnishing Cargo Not Excused by: Strikes: 
A charterer held not excused for failure to furnish a carg® 
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DALLAS, TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 



















Monthly Sailings to Principal Ports P 

West Coast, South America—Direct Service 

Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 

and Colombian Ports 
Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 
For particulars apply 
604-12 Queen & Crescent Bidg., New Orleans, La. 


New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘‘Orleanship”’ 






We Specialize on Distribution and Storage 
of Merchandise of All Kinds 
OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished- 
upon application. Correspondence solicited. 


New Orleans & 


South American S.S. Co. 
INCORPORATED 









Pacific Mail Steamship Co. DID YOU MISS IT? 


Under American Flag-PASSENGERS AND FREIGHT-Established 1848 


TRANS-PACIFIC SERVICE : 
**The Sunshine Belt to the Orient’’ The Meeting of 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 


Pong nd igh jy oa ie US Siping Bord Tre National Industrial Traffic L 
assenger and freight sailin wa us U.S. 
prathenee Em ire State (July 23rd); and sonia pe mond , € a 10na n us Ya C eague 
3 other €: S.S. B. steamers by the popular S.S. 
Ecuador (June 25th) and S. S. Colombia 


MANILA-EAST INDIA SERVICE at Cleveland, May 25th and 26th 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta IF YOU DID 
Passenger and freight sailings monthly by . . 
S. S. Wolverine State (September 14th); Granite State (July 12th). You will want a copy’of the proceedings. 
S. S. Creole State (August 13th) 


The Railroad problem is equally the shippers’ problem. 
cia Miia Pec tice pcaion 4 Canal Z Mutuality of interest suggests the necessity for, and 
ww lian mibntaanam tint wisdom of, co-operation between shippers and carriers. 
SAN enter gm SERVICE THE LEAGUE IS A NATIONAL ORGANIZATION 
Via Los Angeles Harbor, Manzanillo, San Jose de Guatemala, La OF SHIPPERS 
23.¢ Pcs + sagen Sa sonreny me Lh ee — omen — , 
«De otom @ salis from n rancisco , tro aitimo ° y >» ~ 
Also a i — Root (freight only) with additional calle at It Is Supported by a large membe rship. 
an juan ‘orto ico), jac Nnville, Oavannah, orto: B 4 
orted by all indus- 
SHANGHAI-HONGKONG-CALCUTTA SERVICE It S ere ro Supp 5 
Between Shanghai, Hongkong, Saigon, Singapore, Penang, Rangoon, trial trafiie men. 
alcutta . . . . 7 a . ° 
Futfccnlp. Cdiinge cep em dige~ighe 0. &. 0. Beams It is doing shippers’ w ork—doing it 
ROUND-THE-WORLD SERVICE effectively. 
an ag Sevan > eee, Sanaa Eales ler rate, It would welcome your assistance. 
« feee ey ed a eh” er ——. a » 
sto ry 8s Angeles ar r ari mn Francisco (via Fanama ana 
. Freight aie Monthly sailings—U. S. S. B. Steamers ARE YOU A MEMBER? IF NOT, WHY NOT? 
Through bills of lading issued to and from points beyond ports of call Write today for a copy of the proceedings of the Cleve- 
General Passenger and Ticket office: 621 Market St., San Francisco land meeting, and particulars as to membership. 
General Offices: 508 California Street, San Francisco : 
10 Hanover Square, N. Y. 400 Exchange Place, Baltimore W. H. CHANDLER J. H. BEEK, Executive Secretary 
Managing Agents: U. S. Shipping Board President 1207 Conway Bldg., Chicago, Ill. 


No Waiting No Writing No Telephones No Tariffs 
“A child can find them’”’ 


FREIGHT RATES 


To and from points in the United States and Canada 


This publication furnishes the Financial, Purchase and Sales Executives’ 


“MISSING COSTS” 


Getzler’s Guide, Inc., Rochester, New York 


Publishers of Loose Leaf Freight Rate Issues 


NEW YORK, N. Y., 115 Broad St. —OFFICES— WASHINGTON, D. C., 433 Munsey Bldg. 
PHILADELPHIA, PA., 308 Parkway Bldg. CHICAGO, ILL., 412 Standard Trust Bldg. SAN FRANCISCO, CAL., 461 Market St. 
BOSTON, MASS., 732 Colonial Bldg. DETROIT, MICH., 506 Garrick Theater Bldg. LOS ANGELES, CAL., 467 Pacific Elec. Bldg. 
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of lumber on time because of a charter provision excepting 

strikes or any other hindrances beyond the control of either 

party, where, although there were strikes after the contract was 
made, they ceased to affect the production of the mills more 
than a month before the time for loading.—Ibid. 

Demurrage Not Claimable Until Ship Is at Loading Place: 
Before demurrage can be claimed, the ship must be at the 

place of loading contemplated by charter party, unless pre- 

vented through active fault of the charterer.—Ibid. 

Conspiracy by Union Laborers to Prevent Shipment of Goods of 
Non-Union Employer Enjoinable: 

(Supreme Court, Trial Term, Kings County.) Where union 
laborers, including longshoremen and the like, with the acqui- 
esence of shipping companies, conspired to prevent shipment 
of the products of plaintiff, an employer of non-union labor, 
plaintiff may maintain an injunction to compel the shipping com- 
panies and their employes to cease discrimination, as, if the 
discrimination continued, plaintiff would suffer irreparable dam- 
oo Bros. Co., Inc., vs. Stewart et al., 187 N. Y. Supp. 
Plan by Unions, Asquiesced in by Shipping Companies, to Re- 

fuse to Handle Products of Non-Union Employer, a “Con- 

Spiracy”: ; 

A plan by unions, such as that of longshoremen, acquiesced 
in by shipping companies, not to handle the products of plaintiff, 
a non-union employer, and thus to prevent transportation, is a 
conspiracy, which is defined as a combination by two or more 
persons by concerted action to accomplish a criminal or unlaw- 
ful purpose, or some purpose not in itself criminal or unlawful 
by criminal or unlawful means.—Ibid. 

Carriers by Water Are Required to Serve the Public Without 
Discrimination: 

Carriers by water are required to serve the public without 
discrimination.—Ibid. 

Discrimination by Shipping Companies and Their Union Em- 
ployes Against Employer of Non-Union Labor Held a Crim- 
inal Conspiracy, so that They and Their Agents Could Be 
Restrained: 

As shipping act, pp. 14, 16, 17 ( U. S. Comp. St., pp. 8146gg, 
8146hh, 8146i), declare that no carrier by water may discrimi- 
nate, that it shall be unlawful to subject any particular person 
to discrimination, and that every carrier shall establish and 
observe just and reasonable regulations, a plan by unionized 
employes of shipping companies, such as longshoremen, to re- 
fuse to handle the products of plaintiff, a non-union employer, 
and thus prevent shipment, which amounted to a conspiracy in 
violation of Criminal Code U. S.; p. 37 (U. S. Comp. St., p. 10201), 
may be enjoined, and the injunction should extend not only to 
the shipping companies, but to their agents, stevedores, etc., 
section 16 of the shipping act (U. S. Comp. St., p. 8146hh) being 
broad enough to include them.—Ibid. 


c.C.C. & ST. L. AND E. |. & T. H. STOCKS AND BONDS 


In finance docket No. 1275, the Cleveland, Cincinnati, Chi- 
cago & St. Louis has been authorized to issue $1,052,600 of re- 
funding and improvement mortgage bonds, series C, the funds 
to be used in the acquisition of the capital stock of the Evans- 
ville, Indianapolis & Terre Haute. In finance docket No. 1373, 
issued at the same time, the Evansville, Indianapolis & Terre 
Haute is authorized to issue $400,000 worth of its first mort- 
gage 7 per cent 30-year bonds, to be used as collateral security 
for a loan from the United States Treasury. 


SOUTHERN RAILWAY NOTES AND BONDS 


The Southern Railway Company, in finance docket No. 1243, 
has been authorized to pledge and repledge from time to time 
until otherwise ordered, all or part of $7,229,000 worth of de- 
velopment and general mortgage 4 per cent gold bonds, now 
held in its treasury, as collateral security for any note or notes 
which may be issued under paragraph (9) of section 20 (a) of 
the interstate commerce law. In finance docket No. 1118 the 
Commission has canceled its certificate No. 65, dated May 16, 
1921, in finance docket No. 1041, because the Southern Railway 
Company has withdrawn its application for a loan of $3,825,000 
from the United States under section 210 of the transportation 
act. The order in No. 1041 authorized the Southern Railway 
to pledge $5,900,000 of its development and general mortgage 
4 per cent bonds, series A, with the Secretary of the Treasury 
as security for the loan. That authorization has been vacated 
and set aside. 


B. & 0. AND BETHLEHEM STEEL NOTES 


Authority has been granted by the Commission to the Balti- 
more & Ohio, under an order in finance docket No. 1395, to 
assume obligation of liability in respect of $675,000 of equipment 
trust 6 per cent gold notes heretofore issued by the Bethlehem 
Steel Company under an equipment trust in connection with 
the procurement of 549 steel hopper cars. Under the agreement 
the steel company agreed to purchase the cars, and the B. & O. 
has arranged to obtain title ta the cars, by assuming the ob- 
ligations of the contract. 
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In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A ialist 
on interstate commerce law, whois a member Of our legal department, 

le will give his opinion in answer to any simple question relating to the law 

interstate transportation of freight. c man of long experience 

*  ofinti i f freight. A traffi f 1 i 
and wide knowledge will answer questions relating to practical traffic 

lems. We do not desire to take the place of traffic man but to 

ip him in his work. Persons desiring immediate answer by mail or 

wire or a more elaborate treatment of any question—by the citation of 

authorities in a legal opinion, for instance—may obtain this kind of 

private service by the payment of a reasonable fee. The right is re- 

served to refuse to answer in this department any question, legal or 

traffic, that it may appear to us unwise to answer or that involves a 

situation too complex for the kind of investigation herein contemplated. 
A estions and Department, 

Traffic Service Corporation, Colorado Building, Washington, D. C. 


, . 
Questions and Answers 





Delivery by Carrier—What Constitutes 


Ohio.—Question: We received for unloading on public team 
track a carload of pipe. After removing one truckload of this 
pipe, which was one-third, their local claim department called 
us by phone, notifying us that the car had caught fire, and re- 
quested that we accompany them to inspect it, which was done. 


Claim was subsequently filed for labor and grease in re- 
greasing the pipe. It has now been declined with the following 
reason: 

“We have made a very extensive investigation concerning 
this fire and find the car had been placed, you had commenced 
unloading therefrom, the goods were at owner’s risk and the 
carrier’s liabilty had ceased, as the fire occurred either from 
some unknown cause, or at least apparently from no fault of 
the carrier’s, we cannot be legally held responsible for this 
damage.” 

Is it a fact that we have no recourse in a case such as cited 
above? 

Answer: In its decision in case No. 299, Michigan Central 
R. R. Co. vs. Mark-Owen & Co., the Supreme Court of the United 
States on June 1, affirmed the decision of the Supreme Court of 
Illinois holding the carrier responsible for the loss of part of 
a shipment from a car after the car had been opened by the 
consignee. Under this decision a carrier is liable for the loss 
of goods, and, inferentially, for damage thereto, while they are 
being unloaded during the 48 hours’ period of free time, from 
cars placed on public team tracks. The effect of the Supreme 
Court’s decision is to make a carrier liable, as a common carrier, 
during the period of free time, regardless of whether or not 
the cars have been opened by the consignee, for the reason that 
delivery of the property has not been made but access only 
has been given to it, that it may be removed at any time within 
the 48 hours allowed for that purpose. 

(1) Misquotation of Rate. (2) Misbilling—Liability of Shipper 

Pennsylvania.—Question: Machinery parts weighing 1,184 
pounds in six boxes are shipped from point A to point B via 
excess baggage (emergency shipment). Carrier claims machin- 
ery and machinery parts will not be accepted via excess baggage, 
therefore shipper specifies same as tool equipment (which they 
may be classed as, because they are tools for machines). The 
billing agent charges the straight baggage rate of $2.56 per hun- 
dred pounds, but the agent at destination claims emergency 
shipments are double, the straight excess baggage shipments 
rate, or $5.14 per hundred pounds. 

Now, here is the question: Can we get refund of this pay- 
ment of double the excess baggage rate on the difference be- 
tween the double rate and the single rate on the basis that the 
agent at point of origin advised our man that the rate was 
$2.56? The express rate was $2.42 and if our man had known 
that he would be charged double the ordinary excess baggage 
rate he would have shipped same by express. Again, did he 
commit a violation of section 10 of the old act, by specifying 
these boxes and their contents wrong? There was no attempt 
to secure a lower rate feloniously, but, on the other hand, we 
were injured to the extent of the difference between the double 
excess baggage rate and the single excess baggage rate, and I 
wish to know if we can recover same. 

Answer: (1) While the Elkins act makes it unlawful for 
carriers to charge rates other than those published in the pre 
scribed manner, the Commission, in the case of Ochsenreiter 
vs. A. T. & S. F., 33 I. C. C. 519, holds that a shipper is charged 
with notice of the lawful tariff rate and that a misquotation 
of a rate is not ground on which to base a complaint of unrea- 
sonableness thereof. There are also many court decisions t0 
the effect that a wrong quotation by a carrier’s agent for aD 
interstate shipment gives no right of action against a carrier 
to a shipper injured thereby. See Wardlow vs. Andres, 180 
S. W. 1162. 

Under section 6 of the act a carrier who shall misstate {2 
writing the applicable rate upon written request made upon ad 
agent by any person or company for a written statement of the 
rate or charge applicable to a described shipment between stated 
places under the schedules or tariffs to which such carrier is 4 
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HOUSTON, TEXAS 


Binyon-O Keefe Fireproof Stg. Co. 
The House of Real Service 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


-IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
. FT. WORTH AND GALVESTON 


=] = 4 Railroad Accounting Service 
Sw Valuations— 








Cost Statistics 
Vv Systems for Accounting Offices 


A corps of thoroughly experienced railroad accountants 
and analysts are available for the preparation of Federal 
Control and Guaranty Claims. 


THE ROBERTS-PETTIJOHN-WOOD CORPORATION 
Mills Bldg., Washington, D.C. Twenty East Jackson, Chicago 


By Appointment—S pecial Accountants, American Short Line Railroad Assn 
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HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
tefield Sammis 


417 SOUTHERN BUILDING 


THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 


BETWEEN 
NEW YORK—PHILADELPHIA 
AND 










Phene Main 2210 






Casablanca, Cadiz, Tangiers, Ceuta, Gibraltar, 
Algiers, Barcelona, Marseilles, Genoa, Leghorn. 


Through Bs/L for all ports of Spain, Morocco, Algéria, 
Tunisia, Cette, Nice and Near East 
General Offices: 23 Bridge Street, New York 


Chicago Agent: M. E. Kienappel, 142 So. Clark St. 
Philadelphia Agent: Earn Line, Bullitt Building 


PAGE & JONES | 


| 

Ship Brokers and 
Steamship Agents _ | 
: 

: 


Mobile, Alabama, U. S. A. | 


or Gulfport to Antwerp, Ghent, Rotterdam, 
Amsterdam and French Atlantic ports. 


| Mobile/West African ports, 


| 


Madeira Islands and Canary Islands. 


Regular service, Mobile to all United States 


Regular monthly service, Mobile, Pensacola 
Pacific Coast ports. 


| 

| 

via Azores, 

| 

St. Louis Office: : 


1217 Pierce Building 
IRVING H. HELLER, Manager 


Birmingham Office: 
424-425 Chamber of Commerce Bldg. 
GEORGE C. McLAUGHLIN, Manager 
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party, is liable to a penalty of $250. This penalty, however, 
accrues to the United States and not to the injured shipper. 

(2) While under paragraph 3 of section 10 of the interstate 
commerce act it is a misdemeanor for a shipper to knowingly 
or wilfully by false billing, false classification, false weighing, 
etc., obtain or attempt to obtain transportation for such prop- 
erty at less than the legal rates then established and in force, 
to constitute misdemeanor under this section there must be a 
conscious misrepresentation on the part of the shipper. 

Liability of Carrier for Error as to Weight in Billing 

Alabama.—Question: Included in lot of several cars of coal 
which we recently shipped to a certain port for bunkerage of 
ship, was one car which, due to error on part of railroad agent 
in billing at point of origin—after scaling—reached destination 
showing loss of 10,000 pounds and was delivered ship and paid 
for by ship’s agent on billed basis. We later filed claim with 
railroad at fault, but they now decline payment, also calling on 
us for payment of undercharge, and requesting that we handle 
with ship for reimbursement of lost tonnage, this tonnage not 
actually having been lost in transit, but was simply an error 
made by railroad agent. We, of course, cannot amend bill 
against the ship. Can the railroad be made to pay for its agent’s 
error? 

Answer: While there are decisions of the courts which hold 
that the carrier is liable in damages to a third party who relies 
upon a statement of quantity contained in a bill of lading when 
a lesser amount is delivered than the bill of lading states was 
received at origin, we know of no decisions which pass on the 
liability of a carrier for an error on the part of its agent in 
stating a lesser amount in the bill of lading than was actually 
delivered to the carrier. It is our opinion, however, that inas- 
much as you have proof of the delivery of a greater amount 
to the carrier than was shown in the bill of lading, you should 
proceed to collect from the ship’s agent for the 10,000 pounds 
of coal which was actually received by him over and above the 
amount paid for. Furthermore, that if the carrier actually trans- 
ported the additional 10,000 pounds of freight, freight charges 
must be paid thereon in addition to the amount of freight 
charges collected based upon the weight shown in the bill of 
lading. 

Demurrage—Resulting from Embargo 

Oregon.—Question: What has the Interstate Commerce 
Commission ruled as to the validity of railroad embargoes? In 
March, 1917, we loaded a carload for Jersey City, N. J., to which 
point at that time the New York Central had an embargo in 
effect. But car was accepted by the N. P., and, as to eastern 
routing, bill of lading simply carried notation, ‘““West Shore Rail- 
way delivery preferred.” This was account consignees being 
located on the West Shore and having West Shore sidetrack. 

When our car arrived at Minnesota Transfer the Erie Railroad 
was open and shipment was routed over that line, with waybill 
still carrying notation “West Shore delivery preferred.” Deliv- 
ery from the Erie to the West Shore could not be accomplished 
and upon arrival of car at Jersey City consignees were notified 
by the Erie and told that delivery had to be taken from their 
line. This necessitated trucking the material a considerable 
distance at an expense of over $40, although car could have 
been switched from the Erie to the West Shore at Jersey City 
for $20, which switching, however, the Erie was impotent to 
do on account of congestion. It seems to us that the charge 
our customer was put to for having to take truck delivery of 
this material should be refunded by the railroads, as is it not 
a fact that acceptance of the shipment by originating line is 
tantamount to an agreement to deliver same at the lowest pub- 
lished rate if routing is left open? 

In your answer also state if shipper is liable for demurrage 
on a shipment account refusal of connecting line to accept be- 
cause of an embargo, although shipment was accepted by origi- 
nating line without any question of possible embargo being en- 
countered. 

Answer: In Docket 8884, Baltimore Chamber of Commerce 
vs. B. & O. R. R. Co. et al., 45 I. C. C. 40, the Commission said: 
“The act to regulate commerce does not inhibit the declaration 
of an embargo by a carrier, and the advisability or the necessity 
of declaring embaroges is a matter of policy to be determined 
in the first instance by the carrier. Penna. R. R. vs. Puritan 
Coal Co., 237 U. S. 121, 133. Our jurisdiction is limited to de- 
termining the lawfulness of the practices in this respect and 
to requiring, after full hearing, the establishment and mainte- 
nance of such regulations or practices as we may find to be 
just, fair and reasonable, except as that jurisdiction has been 
enlarged by the amendment to section 1 of the act, approved 
May 29, 1917, after the submission of this case, and therefore 
not here considered.” 

If the Erie Railroad could have made switch delivery to 
the West Shore and was making such delivery for others, al- 
though subject to delay, it was the duty of that carrier to make 
such delivery in the instant case if the consignee so desired, 
and, therefore, it is liable, in our opinion, for the difference be- 
tween the switching charge and the amount paid for drayage. 

In the event the originating carrier accepts a shipment for 
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movement via a route as to which an embargo exists and either 

has or has not knowledge thereof at the time the shipment igs 

accepted and bill of lading issued therefor, the shipper cannot 

be required to pay demurrage. (See John Halfpenny vs. Director- 

General et al., 58 I. C. C. 268.) 

Minimum Class Rate on Articles Rated Lower in Exceptions to 
Classification than in Classification Proper 

California—Question: "We have a number of cases of ship- 
ments of carload commodities moving between points where 
rates are lower than the minimum scale of rates and would 
like your interpretation of the application of this scale. Tariff 
Sp. No. 711-B, I. C. C. No. 4204, on front cover reads, “Governed, 
except as otherwise provided by current Western Classification 
and by current exception sheet to said classification.” Rule 
45-A, page 21, states that no rate will be applied which is lower 
than for the respective classes as shown below in the current 
classification, no mention being made of the exception sheet. 
Assuming that class C is provided by the classification and Class 
E by the exception sheet, would we be correct in using class C 
as the minimum rate? 

Answer: In applying the provisions of the rule relating to 
the minimum class rate, if the article takes a lower class in 
the exception sheet, the minimum class rate for the class at 
which the article is rated in the classification proper, is the 
basis on which freight charges should be assessed. 

Application of Rates 

Indiana.—Question: We have had several cars of scrap 
strawboard and boxboard shipped into our mill here. The car- 
riers assess us the sixth class rate. There is a specific item in 
the classification which gives sixth class rate to this commodity, 
but at the same time, under Morris’ 130-L, Exceptions to the 
Official Classification, you find a rating of 90 per cent of the 
sixth class rate to apply on board; all kinds, including binder- 
board, strawboard, chipboard, etc. The shipments we receive 
are nothing else than strawboard or chipboard, although torn 
into small pieces. It is a case where the raw material shipped 
into our plant here is charged more than the finished product. 
Would you consider that the fact that the scrap strawboard was 
torn into small pieces would prohibit the application of the 90 
per cent of the sixth class rate? 

Answer: W. J. Kelly’s Exceptions 130-L, I. C. C. 851, on 
page 101, provides, “The ratings, rulings and weights herein 
provided for will take precedence over ratings, rulings and 
weights provided for in Official Classification on the same arti- 
cles. In the Official Classification there is a specific rating of 
sixth class on scrap strawboard, but there is no rating in the 
Exceptions referred to above on that commodity. Inasmuch as 
the Exceptions do not provide a rating on scrap strawboard, the 
carrier must collect charges on basis of the sixth class rate. 
It is our opinion, however, that the carriers are not justified in 
charging higher rates on scrap strawboard than on strawboard. 

The matter should be handled with the carriers for adjust- 
ment of their rates. If they are not willing to voluntarily ad- 
just their rates, then it will be necessary for you to file a 
complaint with the Interstate Commerce Commission. 


Terminal Service for Carload Express Shipments 


Pennsylvania.—Question: We receive shipments of wood 
patterns for foundry work in large quantities and of a bulky 
nature, in express cars under the express service. These cars 
are placed on interchange tracks adjacent to our yards and from 
the interchange we switch, with our own locomotives, these cars 
to our unloading point; on this switching the American Railway 
Express Company made a charge of $5 plus war tax of 5 per cent. 

It has occurred at such times (that is, when we had an in- 
bound shipment) that we were in need of an express car to load 
outbound shipments of our products. The express company 
would instruct us to use car then available in our yard and on 
this transaction they would charge us another $5 and war tax 
of 5 per cent. On the outbound shipment we would switch the 
car to the interchange tracks for pick up by Pennsylvania Rail- 
road or American Railway Express Company. 

You will note that the switching is done by us in our yards 
from and to interchange tracks; we therefore contend that there 
should be no switching charge by express company and, if their 
charge is in accordance with tariffs, we think that there should 
not be a charge where the inbound car was used for outbound 
shipment. 

Answer: Rule 23, page 25 of Official Express Classification 
No. 27, G. S. Lee’s I. C. C. 1500, reads as follows: ‘Where spe- 
cial switching or other transportation services, not performed 
by the express company, nor provided for in its tariffs, are de- 
sired by shipper or consignee, the express company will, upon 
request, act as agent for the shipper or consignee in securing 
the service desired, the shipper. or consignee to reimburse the 
express company for the cost of the same, as provided in the 
lawfully filed tariffs of the railroad company performing the 
service.” 

The charge in question is evidently made by the express 
company to cover the cost of *the switching service pel 
formed by the railroad company in making delivery of the cars 
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North China Line 


(Columbia Pacific Shipping Company) 


PORTLAND, OREGON 


Regular direct service without transhipment 
between Portland, Oregon, and Shanghai, 
Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 


Vessels also call at Yokohama and Kobe 


June 18, 1921 









Camphuis & Company, Inc. 
Forwarding Agents 
LAREDO - TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


Package Cars to Mexico City and 
Other Points in Republic of Mexico 


We do not operate special trains, 
_ enabling us to reforward your 
shipments on first available serv- 
ice, and insuring quickest possible 
delivery at destination. 


































Sailings Every Twenty-one Days From 
PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 


SS “WEST KADER” June 27 
SS “WEST KEATS” July 18 
SS “WEST NIVARIA” August 8 

SS “VINITA” August 29 






















Transhipment at Shanghai to American River steamers for 
Nanking. Pukow, Hankow and other open 
Yangtse River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 


44 Whitehall St., New York City 
or 












Traffic in Mexico Improving Daily 









Write us for full particulars and request 
a copy of our shipping instructions. 




















OFFICES: 
Laredo, Texas El Paso, Texas Eagle Pass, Texas Columbia Pacific Shipping Company 
Nuevo Laredo, Tamps., Mexico Juarez, Chih., Mexico General Offices 





Piedras Negras, Coah., Mexico Mexico City 


Board of Trade Building, Portland, Oregon 












The Most Complete File 


of both 


Current and Canceled Tariffs 


















and the best 


TRAFFIC REFERENCE LIBRARY 


In the World Are Available to Our Experts 





or Historical Data, we can serve you. 


Special Service Department 


THE TRAFFIC SERVICE CORPORATION 


505 COLORADO BLDG. WASHINGTON, D. C. 





When you need Rate Compilations or Seemed Traffic Analyses, coins 
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in question to your interchange track. If so, it necessarily must 
be assessed on the loaded movement in either direction, as the 
switching charges of a railroad cover either the movement of 
a loaded car to an industry and an empty out or the placing 
of an empty car and the movement of a loaded car out. 


Damages—Measure of for Delay 


Illinois —Question: We have quite a number of shipments 
annually on which it is shown that same are lost on the out- 
bound move from our warehouse to our customer or from our 
customer to our warehouse and claim is filed for loss against 
the express company or against the railroad company, as the 
case may be, but subsequently it developed that the shipment 
was located and returned by the carriers from six months to a 
year after the original date on the bill of lading or express 
receipt. 

In the meantime the merchandise has depreciated in value, 
instead of same being valued at $30, the original price when 
sold to the consignee at destination. It hag no doubt depreci- 
ated at $25 or less and, in case of resale, or disposal of the 
merchandise, we are compelled to allow the carrier the full 
amount of invoice price we will be naturally outstanding a loss 
of $5. 

It is our understanding that in the McCaull-Dinsmore case 
the value was determined at point of destination, but in this 
case the shipment was not delivered to the original consignee; 
on account of the negligence of the carrier it was returned to 
us at Chicago. 

In your opinion would this be considered a contingent move 
and would the value be determined upon its return to us at 
Chicago in event that the carrier was negligent or liable for the 
loss on the original outbound move? Would we be within our 
rights in demanding that the carriers reimburse us for the de- 
preciation in value caused by the merchandise being out on the 
road for such an extreme length of time? Understand, these 
are not seasonable goods, nor perishable, but common ordinary 
merchandise. 

Answer: The measure of damages for delay to goods in 
transit is the difference between the market value of the goods 
at destination at the time they arrived and the time they should 
have arrived in the usual course of transportation. It being: the 
duty of the carrier to notify the consignor of the fact that goods 
are unclaimed or refused at destination, the carrier should not 
return the goods to the shipper except upon the orders of the 
shipper. 

We are therefore of the opinion that the carrier is liable 
for the market value of the goods at destination at the time 
they should have arrived, provided there is an established mar- 
ket value at that point, in the absence of which the invoice price 
is evidence of the value at that point. 


Minimum Weight Prescribed by Tariff Must Be Applied Regard- 
less of Size of Car Furnished Unless Unreasonable 


illinois—Question: We ask for your opinion regarding the 
minimum weight on carload traffic moving under rates published 
in L. A. Lowrey’s Tariff 21-I, I. C. C. 44. 

This tariff applies between industries within the defined 
Chicago switching district. The minimum weight published in 
this tariff is 60,000 pounds. The commodity we have reference 
to is not in the excepted list and the commodity in question is 
loaded in both open top and box car equipment. 

A large percentage of the cars shipped are not loaded to 
the required minimum of 60,000 pounds, due to it being impos- 
sible to get sufficient tonnage in that size car. In our car 
requisitions we specify the minimum capacity and cubical feet 
required to ship 60,000 pounds, but such cars are not furnished. 
Consequently, we have to pay freight on a large amount of dead 
tonnage. 

We would, therefore, like to ascertain if you know of any 
decision whereby we can be reimbursed for the freight charges 
paid on the dead freight transported under the switching tariff 
in question. 

Answer: The Commission has held that where a minimum 
weight is published applicable irrespective of the size of the car 
furnished by the carrier, that even though it is impossible to load 
the minimum in a few of the cars furnished and used by the ship- 
per, it does not necessarily follow that the minimum specified 
in the tariff is unreasonable. Montague & Co. vs. A. T. & S. F., 
17 I. C. C. 72; McLoughlin vs. T. & P. Railway Co., 26 I. C. C. 
307; Briggs & Turivas vs. Director-General, 61 I. C. C. 363. 

However, upon proof by the shipper that it is impracticable 
or impossible to load the minimum required by the tariff of a 
certain commodity in cars furnished by the carrier, the Com- 
mission will award reparation for the difference between the 
charges which were assessed and those which would have been 
applicable had the minimum found reasonable by the Commission 
been applied. See Larrowe Milling Co. vs. C. W. & L. E. R. R., 
Ga fk. €. C.. 146. 


Liability of Carrier for Delay Resulting from Error in Car Num- 
ber Inserted in Bill of Lading by Agent 

Michigan.—Question: 

this company, a car to load rye. 


A shipper ordered, from an agent of 
When loaded he wanted a 
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bill of lading “To Order-Notify” and requested the agent to 
make out the bill of lading. The agent made the bill of lading 
on typewriter and inserted the wrong car number; the shippe; 
signed bill of lading with the incorrect car number and depositeg 
the bill of lading with draft in the bank. The car number gp 
the waybill was changed by another agent and, on arrival at 
destination, the agent declined to deliver the car actually re. 
ceived on an order bill of lading for a different car and before 
the matter was straightened out there was a clam for loss from 
damage. 

The claim was filed by the consignee and we referred then 
to the fact that the bill of lading signed by the shipper carried 
an incorrect car number, which was the whole cause of the 
delay and the claim; that, while the agent of the railroad con. 
pany actually made the bill of lading, it was only as a matter 
of accommodation to the shipper, and our contention is that 
while doing so he was acting as the shipper’s agent and not as 
the company’s. 

However, notwithstanding this, they have put the claim jn 
the hands of an attorney for collection. 

Is it not a fact that the shipper should make the bill of 
lading, and the fact that the agent did make it for the shipper 
and made mistake in the car number and shipper signed bill 
of lading for the wrong car number, would not make the shipper 
at least liable on account of contributory negligence? Can you 
refer me to any authority or any cases bearing on this subject? 

Answer: As under the law, that is, section 20 of. the inter. 
state commerce act, a common carrier is required to issue a 
receipt or bill of lading for goods accepted for transportation 
from one state into another, it can hardly be said that an agent 
of a carrier is, in making out a bill of lading for a shipper, doing 
so only as a matter of accommodation to the shipper. We are 
therefore of the opinion that while it was, of course, possible 
for the shipper to have detected the error in the car number 
shown on the bill of lading, the proximate cause of the delay 
was the error of the agent in making out the bill of lading, and 
that therefore the carrier would be held liable for any damage 
due to delay in the delivery of the shipment. 

Furthermore, it should have been possible, by quick action 
on the part of the carrier, to have straightened out the matter 
in time to prevent serious delay in the shipment. 


EMERGENCY CAR SERVICE ORDERS 


The Trafic World Washington Bureau 


Senator Sutherland, of West Virginia, in response to com- 
plaints that some coal mines are discriminated against in car 
supply, has introduced a bill (S. 2003) amending section 1 of the 
interstate commerce act by adding the following proviso to sub- 
division 15 of that section: 

Provided, that nothing contained in the foregoing subdivision shall 
authorize the Commission at any time to suspend, modify, cancel, 
alter or amend the provisions of subdivision 12 of this section which 
require equal proportionate distribution of cars to coal mines. 

Subdivision 15 of section 1 is the part of the act giving the 
Commission authority in time of emergency to issue car service 
orders and to suspend the operation of any or all rules, regula- 
tions or practices with respect to car service. 

Subdivision 12 makes it the duty of common carriers to 
make just and reasonable distribution of cars for the transporta- 
tion of coal among the mines served by them. 

Senator Sutherland said complaints had been made to him 
that mines served by the same railroad were getting a full car 
supply while others were not and that the purpose of his amend- 
ment was to secure equitable distribution of coal cars. 

Enactment of the Sutherland bill would be equivalent to re 
peal of the Esch car service part of the interstate commerce law 
in so far as it would otherwise apply to the distribution of coal 
cars and make impossible the control of coal distribution such 
as was exercised by the Commission, by means of its service 
orders, during the summer and fall of 1920. The bill may be 
taken as notice by the senator from West Virginia that he be 
lieves the position taken by many, if not practically all coal mine 
operators, that the ordinary car distribution rules should govern 
in times of great congestion as well as in times when the conges 
tion may not be regarded, by the Commission, as constituting 
an emergency. 

Some of the coal mine operators have claimed that, under 
the terms of subdivision 12 the Commission has not the right 
or the power to prescribe the so-called assigned car rule, under 
which an operator who has sold the whole output of a mine (0 
a railroad is entitled to all the cars sent to it by the railroad 
to which the coal was sold, regardless of how few cars that rail- 
road may be able to furnish for other mines in the same district. 
The assigned car rule, however, according to the understood 
position of the Commission, does not rest upon the Esch cal 
service part of the law, but is.a rule laid down, in principle, bY 
the Commission, under its power to prescribe reasonable rates, 
rules, regulations and practices. 


LOAN TO SALT LAKE AND UTAH R. R. 
The Salt Lake & Utah Railroad Company has applied to the 
Commission for a loan of $700,000 to be used in meeting matult 
ties and for additions and betterments. 
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GALVESTON 


The Stone Forwarding Corporation 


220—21st Street 


Ocean Freight Brokers and Forwarding Agents 


Licensed Customs Brokers 


June 18, 1921 





Shipping agents attending to all details pertinent to the movement of export 
and import shipments. 


Ocean freight engaged and freight rates quoted on any and all steamers 
sailing from this port. 


A fully equipped department is maintained for the handling of custom 
house entries and clearances. 


An organization trained and experienced in the handling of shipments thru 
this port insuring a dependable and unsurpassed service. 


Write for a copy of our latest sailing schedule covering 
all sailings from Galveston, Texas City and Houston. 
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STORAGE WAREHOUSES 


(At Ship-side) 
Largest Concrete DOUBLE DECKED Warehouse in the South 


(470,565 Square Feet Floor Space) Trackage for 140 Cars 
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Modern facilities for handling all kinds of commodities. 
Electric stacking and hoisting equipment. Gasoline 
and Electric Tractors and Trailers. Lumber and To- 
bacco Dollies. Motor Truck Transportation. 












Galveston is the logical point from which to distribute your 
product throughout TEXAS, OKLAHOMA, CALIFORNIA, 
ARKANSAS and MEXICO. Try carrying a stock with us. 


STORAGE DISTRIBUTION FORWARDING 


Write 


COTTON CONCENTRATION COMPANY, INC. 


GALVESTON, TEXAS 
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PANAMA CANAL TOLLS 


The Trafic World Washington Bureau 


The Borah bill, exempting American coastwise vessels from 
the payment of Panama Canal tolls, was ordered favorably re- 
ported by unanimous vote of Senate interoceanic canals com- 
mittee June 13. It was decided, because the question had been 
gone into thoroughly eight years ago, that further hearings will 
not be held. In acting on the Borah measure the committee 
sidetracked bills by Senators Poindexter and Jones providing for 
the exemption of all American vessels passing through the canal 
from payment of tolls. 


POINDEXTER ANTI-STRIKE BILL 
The Trafic World Washington Bureau 


Senator Poindexter, of Washington, announced this week 
he proposed to urge passage of his anti-strike bill in the near 
future. He is chairman of a subcommittee of the Senate inter- 
state commerce committee to which the bill has been referred 
and he said he would call the subcommittee together soon. 

“The question is that of the supremacy of government over 
insurrection, and the majority over the lawless minority,” said 
the senator in a statement. “Sooner or later such laws will in- 
evitably be enacted. A great deal of misconstruction and mis- 
representation has been published in regard to the bill. It does 
not propose in any way to limit the right of any individual or 
group of individuals to quit their employment. It is said that 
it would impose involuntary servitude. Of course, this is absurd, 
and would be prohibited by the Constitution, even if such a bill 
were enacted. 

“There are four things penalized by the measure. First, 
agitation and incitement, with the intent to prevent the move- 
ment of commodities in commerce, through propaganda of any 
kind, to induce the employes of the carriers to quit work. 
Second, the use of force, violence, threats or menace, with the 
intent of tying up commerce, to terrorize or coerce railroad em- 
ployes into quitting work. Third, injury or destruction of trans- 
portation property, with intent to prevent movement of com- 
modities. Fourth, conspiracy with intent to hinder, restrain or 
prevent operation of trains or other transportation facilities. 

“It is in the interest of the public and for the purpose of 
establishing the rule of law and order in protection of the vital 
interests of the people against violence, disorder and coercion.” 

Senator Poindexter said the bill applied to the railroad 
managements as well as the employes, and that some railroads 
were opposed to it. 

The Poindexter bill was passed in the Senate at the last 
session when very few senators were present. The vote was re- 
considered, however, and the bill placed on the calendar again, 
where it died with the close of the session. It was reintroduced 
early in the present session. 





TRANSPORTATION BILLS IN CONGRESS 


Representative Linthicum has introduced a seasonal coal rate 
bill (H. R. 7081) identical with the bill introduced in the Senate 
by Senator Frelinguysen, and which has been favorably reported 
by the Senate interstate commerce committee. Representative 
Newton introduced a bill (H. R. 7101) against the Pullman sur- 
charge of 50 per cent. Representative Sanders has introduced 
H. R. 7100, a revised draft of a bill previously introduced by him 
to permit steamship companies which were under federal con- 
trol to have the benefit of the six months’ guaranty after fed- 
eral control. 


BILL TO AMEND CLAYTON ACT 
Representative Winslow, chairman of the House committee 
on interstate and foreign commerce, has introduced a Dill 
(H. R. 6956) identical with the Senate interstate commerce com- 
mitte’s bill providing for modification of section 10 of the Clayton 
anti-trust act relative to dealings between railroads and supply 
companies. 


SEASONAL COAL BILL IN SENATE 


Notice was served in the Senate by Senator Frelinghuysen, 
June 8, that after the packer regulation legislation had been dis- 
posed of he would call up the Senate interstate commerce com- 
mittee’s seasonal coal rate bill (S. 1806) and the coal stabilization 
bill (S. 1807). 


RELOCATION OF PEARL RIVER VALLEY R. R. 


The Commission has dismissed Finance Docket No. 1236, 
holding that it had no jurisdiction to pass on the proposed relo- 
cation of a part of the main line of the Pearl River Valley Rail- 
road Co. in Pearl River County, Miss. The application was for 
a certificate of public convenience under paragraph (18) of 
section 1. The Governor of Mississippi and the Railroad Com- 
mission of that state recommended a grant of the certificate. 
The railroad company desires to revise its line to avoid ob- 
jectionable grades and curves on the original location. The Com- 
mission held that the proposed relocation of the line would not 
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constitute an abandonment within the meaning of the inter. 
state commerce law. 


LOAN TO M. K. & T. OF TEXAS 

The Commission has authorized C. E. Schaff, receiver of 
the Missouri, Kansas & Texas Railway Company of Texas, jp 
finance docket No. 1432, to issue $450,000 of receiver’s equip. 
ment notes and to pledge them with the Secretary of the Treas. 
ury for a loan of like amount from the government. The pro. 
ceeds of the loan, which has been approved by the Commission, 
will be applied on the purchase of 300 oil tank cars, the tota] 
cost of which will be $902,169. 


EQUIPMENT FOR C. R. |. & P. 

The Commission has authorized the Chicago, Rock Island & 
Pacific Railway Company, under an order in finance docket No, 
1426, to issue six lease warrants for $158,885.54 each, payable to 
the order of the Pullman Company, in connection with the pro. 
curement of 30 steel coaches and 5 steel chair cars. The total 
value of the equipment is given as $1,128,840, of which 25 per 
cent will be paid in cash, the remainder to be covered by the 
lease warrants. 








Digest of New Complaints 


No. 12799, Sub. No. 1. Doullut & Williams Shipbuilding Co., Inc., New 
Orleans, vs. Payne, as agent. : 
Unjust and unreasonable rates on C. L. shipments of lumber, 
cross-ties, piling, cinders, machinery and other commodities from 
points in Illinois, Louisiana and Mississippi to Seabrook, La. Asks 


reparation. . : 
Lange, doing business as 





No. 12800. A. B. Haslacher and F. G. E. z 
California Grain Co., San Francisco, Calif., vs. Sacramento North- 
ern and Payne, as agent. f ' : 

Unjust and unreasonable rates on barley from various California 
points to Manitowoc. Wis. Asks reparation. . 

. 12801. Mason City Brick and Tile Co. et al., Mason City, Ia., vs. 
Payne, as agent. acehed 

Unjust, unreasonable, unduly discriminatory and unduly preju- 
dicial rates on drain tile from Mason City, Ia., to various inter- 
state destinations because increase of 2c per 100 lbs. was applied 
under alleged misinterpretation of G. O. 28. Asks reparation. 
12802. A. B. Haslacher and F. G. E. Lange, doing business as 
California Grain Co., San Francisco, Calif., vs. Payne, as agent. 

Unjust and unreasonable rate on brewers’ rice to be milled into 
flour from Seattle and Tacoma, Wash., to Sioux City, Ia., because 
it exceeded contemporaneous rate on rice flour between those 
points. Asks reparation. . 

. 12803. Southern Ohio Power Co., Augusta, Me., vs. Hocking Val- 
ley and Payne, as agent. ’ 

Unjust and unreasonable rates on coal from mines near Fleet- 
wood, O., to power plant operated by complainant at that point. 
Asks reparation. 

12804. Queen City Iron and Metal Co., Charlotte, N. C., vs. Sea- 
board Air Line, Payne et al. ; 

Unjust and unreasonable rate of 52c per 100 lbs. on scrap iron 
from Andrews, S. C., to Harrisburg, Pa., in that it exceeded rate 
of $5.40 per ton of 2,240 lbs. Asks cease and desist order and 
reparation. 


12805. The Schuhle Pure Grape Juice Co., Inc., et al., Highland, 
N. Y., vs. N. Y. N. H. & H., Payne et al. ; 
Unjust and unreasonable rates on three cars of grape juice from 
Highland, N. Y., to Houston, Tex., because rate of $1.64 instead 
of 8516c per 100 lbs. was applied. Asks reparation. : 
No, 12806. Roxana Petroleum Corporation, St. Louis, Mo., vs. Chicago 
& Alton, Payne et al. fle: F 
Unjust, unreasonable, unjustly discriminatory and __ unjustly 
prejudicial rates on petroleum oils from Roxana to Federal and 
Alton, Ill., during period January 1, 1919, to February 29, 1920, as 
compared with rates from Wood River to Glass Works, Ill. Asks 
reparation. 
12806, Sub. No. 1. 
Alton et al. awe 
Unjust, unreasonable and unjustly discriminatory rates on fuel 
oil from Roxana to Alton and Federal, Ill., during period March 
1, 1920, to August 31, 1920, as compared with rates from Wood 
River to Glass Works, Ill. Asks reparation. | : 
12807. California and Hawaiian Sugar Refining Corporation et al. 
vs. A. T. & S. F. et al. ee 
Unjust, unreasonable, unduly discriminatory and unjustly pref- 
erential C. L. rates and minimum weights on sugar from points in 
California to various interstate destinations. Asks cease and 
desist order, reasonable and non-discriminatory rates and minl- 
mum weights. ’ ‘ 
. 12808. The J. G. Brill Co., Philadelphia, Pa., vs. Philadelphia, Bal- 
timore & Washington et al. f 
Unjust and unreasonable demurrage charges on seven cars 0 
ear trucks and four cars of car truck frames from _Gray’s Ferry 
Station, Philadelphia, Pa., to Washington Avenue Wharf, Phila- 
relphia, Pa., for export to South Africa and Japan, in that they 
exceeded the ground storage rate. Asks reparation. . 
12809. East Springfield (Mass.) Citizens’ Club et al. vs. American 
Ry. Express Co. , , ; 
Alleges that defendant has refused to furnish delivery and pick- 
up service to complainants doing business in section of Springfield, 
Mass., known as East Springfield, while it furnishes such servies 
to other sections of that city. Asks cease and desist order an 
establishment of delivery and pick-up service. t 
12810. Columbia Quarry Co., Valmeyer, Ill., vs. Payne, as agent 
Unjust, unreasonable, unjustly discriminatory and unduly preju, 
dicial rate of 70c_per ton on_ stone from Valmeyer, IIl., to Eas 
St. Louis, Ill., and points within the switching limits thereof, iD 
that it exceeded rate of 30c and as compared with rates = 
quarries near Chester and Falling Springs, Ill., in period from July 
1, 1918, to October 25, 1918. Asks reparation. s 
. 12811. Globe Cotton Oil Mills, Los Angeles, Calif, vs. Payne, 4§ 
agent. | 
*“Gnjust and unreasonable rates on two carloads of sesame seed 
from San Francisco to Los Angeles, Calif. Asks reparation. 
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These representatives will be glad to furnish in- 
formation concerning rates, routes, tracing, etc.: 


Mr. H. T. Winn, General Agent, Kansas City, Mo., 
330 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, 
1011 Dallas County State Bank Bldg. Phone X 3950. 


Mr. F. A. Layman, General Agent, 
729 Wabash Bldg., Pittsburgh, Pa. 


Mr. D. R. Peck, General Agent, 
208 S. La Salle St., Chicago, Ill. Phone Harrison 1801. 
E. J. OCONNOR 
General Freight Agent 
MUSKOGEE, OKLA. 


Phone Court 4601-2. 
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Docket of the Commission | 
* 
Note. items in the Docket marked with an asterisk (*) are new, June 22—Dallas, Tex.—Examiner Kephart: 


having been added since the last issue of The Traffic World. Cancel- 
fations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


June 20—Argument at Washington, D. C.: 
12066—Construction and repair of railway equipment (locomotive 
equipment of the Pa. R. R. and affiliated lines). 


June 20—Albany, N. Y.—Examiner Quevedo: 
12480—Davison & Namack Foundry Co. vs. Pa. R. R. et al. 


June 20—St. Louis, Mo.—Examiner Eddy: 
12464—Monsanto Chemical Works vs. A. T. & S. F. 
12463—Monsanto Chemical Works vs. B. & O. et al. 

June 20—San Francisco, Calif. ey my | Flynn: 
12410—Fageol eee Co., Ine., ya. ©. & St. P. et al. 
12410 (Sub. No. 1)—Moreland Motor , a. Co., Inc., 

St. P. et al. 

June 20—Chicago, Il1l.—Examiner Woodrow: 
11892—Mississippi- Warrior Service vs. Abilene & Southern et al. 
11893—Mississippi- Warrior Service vs. Abilene & Southern et al. 


June 20—Chicago, Ill.—Examiner Seal: 
12189—Indiana Reduction Co. vs. Director General. 
12433—Pacific Creamery Co. vs. A. T. & S. F. et al. 


June 20—Memphis, Tenn.—Examiner Pitt: 

9702—Memphis southwestern —~o a 

7304—City of Memphis et al. vs. & P. et al. 

9927—Railroad Commission of ia et al. vs. Arkansas Central 
et al. 

9886—Chamber of Commerce, Monroe, La., vs. Arkansas & Louisiana 
Midland et al. 

10084—Natchez Chamber of Commerce vs. Natchez & Southern et al. 

6390—Memphis Freight Bureau vs. St. L. I. M. & S. Ry. et al. 


et al. 


as 9 eee Jobbers and Manufacturers Assn. vs. C. R. lL. & P. 
y. et al. 
10419—Arkansas Jobbers and Manufacturers Assn. vs. Beaumont, 


Sour Lake & Western Ry. et al. 

7250—Shreveport Chamber of Commerce et al. vs. A. & V. Ry. et al. 
Portions of numerous fourth section applications which have been 
consolidated with the above cases. 

June 21—Norfolk, Va.—Examiner Barclay: 

* 12066—Construction and repair of railway 
equipment of the S. A. L. Ry.). 

June 21—Washington, D. C.—Examiner Clarke: 

Finance Docket 1210—Application of the Northern Pacific Ry. Co. 
for authority to acquire the capital stock and the properties of 
the Billings & Central Montana Ry. Co 

June 21—San Francisco, Calif.—Examiner Flynn: 

12724—Walter T. Varney vs. U. P. et al. 

12411—Earl P. Cooper vs. C. R. I. & P. et al. 

12340—Agate Products Co. vs. Director General. 

June 21—St. Louis, Mo.—Examiner Eddy: 

ay ua Rail and Steel Co. vs. C. R. I. & P. and Director 

eneral. 

Portions of Fourth Section Application 2104—W. H. Hosmer. 

12528—Standard Rail and Steel Co. vs. L. & N. et al. 

Portions of Fourth Section Applications 1606, C. E. Fulton; 
L. & N. R. R.; 2060, J. F. Tucker. 

12527—Standard Rail and Steel Co. vs. Wabash et al. 

12525—-Standard Rail and Steel Co. vs. Mo. Pac. et al. 


June - arama City, N. J.—Commissioner Lewis and Examiner 

Pattison: 

12031 and Sub. Nos. 1 to 6—T’he Republic of France vs. Director Gen- 
eral et al. 

12254 and Sub. No. 1—The Republic of France vs. Director General. 

12258—The Republic of France vs. Director General et al. 

12320—The Republic of France vs. Director General. 

13387 ‘ Sub. No. 1—The Republic of France vs. Director General 
et al. 

12388—The Republic of France vs. Director General et al. 

12438 and Sub. No. 1—The Republic of France vs. Director General 
et al. 

12439—The Republic of France vs. Director General et al. 

12440 and Sub. Nos. 1 and 2—The Republic of France vs. Direetor 
General et al. 

12441 and Sub. 
et al. 

12442 and Sub. 
et al. 

12443 and Sub. 
et al. 

12444 and Sub. 
General et al. 

12445-12453—The Republic of France vs. Director General. 

12453 (Sub. Nos. 1 and 2)—The Republic of France vs. Director Gen- 
eral et al. 

12679—The Republic of France vs. B. & O. 

12682—The Republic of France vs. West Shore et al. 

12687—The Republic of France vs. Iehigh Valley. 

12688—The Republic of France vs. Erie. 

12689—The Republic of France vs. N. Y. C. et al. 

12691—The Republic of France vs. Pa. R. R. 


June 22—Washington, D. C.—Examiner Clarke: 


equipment (locomotive 


1952, 


No. 1—The Republic of France vs. Director -General 
No. 1—The Republic of France vs. Director General 
No. 1—The Republic of France vs. Director General 


Nos. 1 and 2—The Republic of France vs. Director 


Finance Docket 1383—Application of the C. T. H. & S. E. Ry. Co. 
and the Cc. M. & St. P. Ry. Co. for approval of acquisition or 
control by lease by the latter company of the railways, franchises 


and other property of the former company; for authority for the 
Cc. M. & St. P. Ry. Co. to assume liabilities with respect to bonds 
and other securities; for authority for the C. T. H. & S. E. Ry. Co. 
to issue certain mortgage bonds and. for a certificate of public 
convenience and necessity. 
June 22—Washington, D. C.—Examiner F. E. Brown: 
3666—In the matter of regulations for the transportation of ex- 
plosives, inflammable and other dangerous articles, by freight and 
express. (The hearing will be confined to consideration of amend- 
ments proposed by the bureau of explosives after conferences with 
shippers and carriers. 
June 22—Youngstown, O.—Examiner Hunter: 
12420—Carnegie Steel Co. vs. Pa. R. R. et al. 
June 22—Providence, R. I.—Examiner Quevedo: 
12492—Maine Spinning Co. et al. vs. Me. Cent. et al. 


va CM. @. 


12485—Southern Products Co. vs. A. & V. et al. 

Such Fourth Section departures as may exist in the adjustment of 
canee a be considered by the Commission in the disposal of this 
complaint 


June 22—Chicago, Ill.—Examiner Seal: 
10804—Barnett Oil and Gas Co. vs. Director General and L. & N 
12473—Keokuk Electric Co. vs. Arkansas Central et al. 

June 23—Kansas City, Mo.—Examiner Eddy: 

12413—Waggoner & Gates Milling Co. vs. Mo. Pac. et al. 

Portions of Fourth Section ppumeesiene se, N. C. & St. L. Ry,; 
1548, Sou. Ry.; 1952, L. & N. R. ; 2045 C.,R. R.; 2060, J. F 
Tucker; 2138, 'M. — -. . Bs ois, aren, TS R. R.; 4218, 4219 
and 4220, Mo. Pac. Ry. and St. L. I. M. & S. Ry. 

June 23—Chicago, Ill—Examiner Seal: 
12422—Lookout Oil and Refining Co. vs. A. & V. et al.. 
June 23—Argument at Washington, D. C.: 

11911—General Electric Co. vs. N. Y. C. et al. 

11953—E. I. DuPont de Nemours & Co. vs. Director General and 
Raritan River R. R 


June 24—Kansas City, Mo.—Examiner Eddy: 
12512—Feeders’ Supply Co. vs. C. B. & Q. and Director General. 


June 24—Houston, Tex.—Examiner Kephart: 
11495—Magnolia Provision Co. vs. Abilene & Southern et al. 
11117—Magnolia Provision Co. vs. A.C. L. etal. . 
12409—H. . Garrow & Co. et al. vs. G. H. & S. A. et al. 


June 24—New Haven, Conn.—Examiner Quevedo: 
12134—The Manufacturers’ Assn. of Connecticut, Inc., 
General. 
June 24—Argument at Washington, D. C.: 
11708—-Hercules Mining Co. vs. Director General and Nor. Pac. 
11417—Northwest Steel Co. et al. vs. O0.-W. R. & N. Co. et al. 


June 24—Chicago, Ill—Examiner Seal: 
12508—Illinois Brick Co. vs. Director General and C. M. & St. P. 


June 25—Argument at Washington, D. C.: 
11681—Oxford Paper Co. et al. vs. Director General. 


June 25—Kansas City, Mo.—Examiner Eddy: 
12513—Carnie-Goudie Mfg. Co. vs. A. T. & S. F. et al. 


June 25—Chicago, Ill.—Examiner Seal: 
12520—A. M. Castle & Co. et al. vs. C. M. & St. P. et al. 
June 27—Syracuse, N. Y.—Examiner Quevedo: 
* I. and S. 1347—Anthracite coal to stations in New York. 
June 27—Beaumont, Tex.—Examiner Kephart: 
12100—Beaumont Chamber of Commerce vs. Beaumont Wharf and 
Terminal Co. et al. 
12100 (Sub. No. 1)—Beaumont Chamber of Commerce et al. vs. Beau- 
mont, Sour Lake & Western et al. 
12523—Beaumont Chamber a | Commerce vs. Louisiana Western et al. 
7. eee - (R. S. Collin and W. H. Lantz, receivers) vs. 
. et a 
12412 (Sub. No. a2 Steel - (R. S. Collin and W. H. Lantz. 
receivers) vs. C. R. I. & P. et al. 


June 27—Portland, Sth -cbridhandh Fiynn: 
12428—Willamette Iron and Steel Works, Inc., et al. vs. B. & O. et al 

June 27—Chicago, Ill.—Examiner Seal: 
12745—In the matter of intrastate rates of the American Railway 

Express Co. between points in the state of Illinois. 

June 27—Argument at Washington, D. C.: 

* 11299—William Wylie Beall vs. Wheeling Traction Co. 

* 11299 (Sub. No. 1)—Charles J. Schuck vs. Wheeling Traction Co. 

June 27—Salt Lake City, Utah—Public Utilities Commission of Utah: 
Finance Docket 36—Application of the Utah Terminal Ry. Co. for s 

certificate of public convenience and necessity. 

June 28—Tacoma, Wash.—Examiner Flynn: 
12424—Love-Warren-Monroe Co. vs. C. M. & St. P. et al. 
12421—West Coast Grocery Co. et al. vs. O.-W. R. & N. Co. et al. 

June 29—Tacoma, Wash.—Examiner Flynn: 
12498—Far West Clay Co. vs. C. M. & St. P. et al. 
12499—Far West Clay Co. vs. C. M. & St. P. and Director General. 

July 1—Washington, D. C.—Examiner Kephart: 
12652—The Atlas Portland Cement Co. vs. C. R. R. of N. J. et al. 

Such fourth section departures as may exist in the adjustment of 
rates will be considered by the Commission in the disposal of this 
complaint. 

July 1—Cleveland, O.—Examiner Howell: 
12644—The Lakewood Engineering Co. vs. N. Y. C. 

12644 (Sub. No. 1)—The Lakewood Engineering Co. vs. B. & O. et al. 

12644 (Sub. No. 2)—The Lakewood Engineering Co. vs. Lake Erie & 
Pittsburgh Ry. et al. 

12552—The National Petroleum Assn. et al. 
Pa. R. R. et al. 

July 1—Argument at Washington, D. C.: 

* 11961—Wausau Southern Lumber Co. vs. 

* 11995—Charles C. Oyler & Son et al. vs. 

July 1—Chicago, Ill.—Examiner Hosmer: 

1. and S. 1335—Policing shipments of intoxicating liquors in Western 
- Trunk Line territory. 

July 1—Cheyenne, Wvo.—Public Service Commission of Wyoming: 

Finance Docket 1185—Application of the Saratoga & Encampment 
R. R. Co. for a certificate of public convenience and necessity. 

July 1—Seattle, Wash.—Examiner Flynn: 
12376—Forbes Timber Co., Inc., vs. Nor. Pac. 

July 2—Chicago, Ill.—Examiner Hosmer: 

1. and S. 1348—Absorption of switching-charges at Chicago, III. 


CENTRAL RAILROAD OF S. C. BONDS 


The Commission has authorized, in finance docket No. 1464 
the Central Railroad Company of South Carolina to issue and !0 
exchange or sell at par and accrued interest $300,000 of serial sii 
per cent refunding bonds, dated July 1, 1921, and maturing seri 
ally July 1, 1922, to July 1, 1976, and to retire a like amount 0 
first mortgage six per cent bonds maturing July 1, 1921. 


vs. Director 


vs. Director General and 


Gulf & Ship Island et al. 
American Ry. Express C0. 


and Director General 
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ples and prices and the 
Dennison circular con- 


4 taining the latest ex- 
‘i - . So 32 Quon press and freight rul- 
ment Now operating our own special trains 2% 


¢ iags. 
throughout the Republic of Mexico % Write to 
and can assure prompt and efficient 


service throughout. , Damisonchlanufachning Ser 


art 


7aa1S Yat 
woud 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 
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Dept. TW Framingham, Mass. 


| Sales Offices in 24 Large Cities 
HAL L. BRENNAN S. E. LEONARD 
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DETROIT & IRONTON R. R. CO. STOCK 


The Trafic World Washington Bureau 


The Commission has authorized the Detroit & Ironton Rail- 
road Co., in Finance Docket No. 23, to issue and sell at par 
$1,000,000 worth of its capital stock for the purpose of building 
its railroad as authorized by the certificate of public convenience 
and necessity in Finance Docket No. 24. 

This is the corporation recently organized by Henry Ford 
as the parent or holding company of the Detroit, Toledo & Ironton, 
the stock of which Mr. Ford also acquired, and the property of 
which it is proposed shall be leased to the Detroit & Ironton 
Railroad. 

This authorization covers only the issuance of capital stock 
and has nothing to do with the proposal to assume obligation 
or liability as lessee of the Detroit, Toledo & Ironton Railroad. 
The Commission said that certain minority stockholders of the 
Detroit, Toledo & Ironton offered various objections to the issu- 
ance of stock by the Detroit & Ironton. The Commission said 
their objections were without merit so far as they relate to the 
issuance of stock by the parent company. ‘The issue of capital 
stock is for the purpose of building the new line from Spring- 
wells or Fordson, Mich., to a connection with the D. T. & I. near 
Trenton or Flat Rock. 


SHOULD HIGH OR LOW RATE APPLY? 


The Chicago Bridge & Iron Works has a fabricating plant 
at Greenville, Pa., and it transports Pittsburg steel via the Pitts- 
burg and Lake Erie and the Erie to Greenville and there fabri- 
cates the steel and ships on the fabricated steel to the east—for 
example, New York. The fabricating tariff provides that either 
the Pittsburgh rate or the Greenville rate—whichever is higher 
—should apply, and Greenville, as a general rule, takes four 
cents higher than Pittsburgh. 

The Chicago Bridge & Iron Works attacks this situation 
and prays that the Pittsburgh rate apply. In the brief in the 
case written by Walter E. McCornack, the following points are 
made: 

1. It is reasonable for the Erie to allow Greenville to have the 
Pittsburgh rate because Erie allows all other shippers except Sharon 
on the same through route to have the Pittsburgh rate. Sharon is 
complaining also. 

2. The New York Central and the Baltimore & Ohio allow Buf- 
falo and Baltimore to have the Pittsburgh rate with fabrication at 
these points on a route about as circuitous as the one through 
Greenville. 

3. The Erie joined in joint rates with the New York Central and 
the Baltimore & Ohio from fabricating points at Buffalo and Balti- 





CHAS. E. WALLINGTON 


Attorney at Law and Counsellor In 
Interstate and Foreign Commerce 






Specialist & Counsellor 

Rate Analysis—Claims 

Transportation 971 TOLEDO, OHIO 

General? a Hickox Bldg., 






GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
mmerce Commission. 


Southern Washingten, D. C 
— Main 2702 


GEO. T. BELL 


COMMERCE COUNSEL 

1919-1921, Executive Vice-President, North- 
ern West Ving nia Coal ee td Associa- 
tion; 1914-1919, Attorney- iner, Inter- 
State Commerce Commission; 1909-1919 
Commerce Counsel for various commercial 
° nizations and shippers of Missouri River 
cities. 


MUNSEY BUILDING, WASHINGTON, D. C. 


ARTHUR HALE 
UNION TRUST BUILDING 
FIFTEENTH AND H STREETS 
WASHINGTON, D. C. 
TELEPHONE MAIN 7855 


Agent and attorney for oarriers before the interstate 
Commerce Commission, Railroad Administration, etc. ; 
Rates and Divisions, Private Cars, Weighing; 

Per Diem Reclaim, Demurrage and Valuation; ! 
Clalms under the Federal Control and Transportation Acts. | 






















THE TRAFFIC WORLD 


DIRECTORY OF ATTORNEY 


CHARLES H. LAMPEN 


Commerce Counselor 


All phases of Traffic 
and Transportation 


CHAS. E. COTTERILL 


COMMERCE COUNSEL 
Suite 1120 Hurt Building 
ATLANTA, GA. 


CLYDE N. THOMPSON 
INDUSTRIAL TRAFFIC MANAGER 


All Traffic and Transportation matters. 
Traffic Service Rendered on monthly 
basis. Correspondence solicited. 


MOREHEAD, KY. 





ARTHUR B. HAYES 
ATTORNEY AT LAW 


Colorado Buliding, Washington, D. C. 
Fermer Member ef the Department of Justice as 
Setieitor of internal Revenue 


Interstate Commerce Litigation a Charts, Graphics and Exhibits prepared. 
Specialty 
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more to points on the Erie, permitting Pittsburgh fabricated steel to 
be delivered on the Erie. 

- Reconsignment at Greenville is allowed at the through rate 
and so should fabrication, because the service is substantially the 
same, the only difference being at the transit points (Greenville), and 
the difference between the fabrication charge and the reconsignment 
— a than makes up for the difference in service at the 
ransit point. 


HINES TO HEAD TRANSPORTATION GROUP 


Announcement has been made by the Chamber of Commerce 
of the United States that Walker D. Hines, former Director- 
General of Railroads, will be chairman of the transportation and 
communication group at the meeting of the international Cham- 
ber of Commerce in London during the week of June 27. Mr. 
Hines is in Europe completing his work as arbitrator between 
Germany and France in the matter of title to vessels on the 
Rhine and other rivers under the Treaty of Versailles. 


AUTHORITY TO ABANDON LUMBER SPUR 


Authority to abandon 23,500 feet of branch line and 2,379 
feet of sidings in Benzie County, Michigan, is requested by the 
Pere Marquette in a petition filed with the Commission. The 
termini of the branch are Clary and Carters. The track was 
built as a lumber spur and the company says there is no further 
traffic to be moved over it. 


AUTHORITY FOR ABANDONMENT ASKED 


The Mississippi Central Railroad Company has applied to the 
Commission for authority to abandon 11.74 miles of road in For- 
rest county, Mississippi, extending from a point near Hatties- 
burg, Miss. The road to be abandoned was used to transport 
freight and passengers to Camp Shelby, which has been closed. 
The company says the maintenance of the extension is a burden. 


P. & W. R. R. ABANDONMENT 


Authority to abandon its line has been given in finance 
docket No. 1219 to the Patterson & Western Railroad Co. in 
Stanislaus County, California. The railroad is 23.6 miles long. 
Its abandonment has been approved by the railroad commission of 
California. The case was submitted to the federal body on the 
record without formal hearing. The road, a narrow gauge, was 
built in 1916 by the Mineral Products Co. on an erroneous sup- 
position that its mineral deposits in Stanislaus County were 
valuable. Only a small volume of tonnage, other than the min- 
eral products of the company, was ever handled. There never 
was a passenger service. 









PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


(For a number of years Attorney and Examiner, Interstate 
Commerce Commission, and prior thereto engaged in the 
practice of law at Louisville, Ky.) 

Special attention te matters before the Interstate 
Commerce Commission, Income Tax Federal 
Trade Commission, United States Shipping Board, 
Federal Courts. 


701-7066 WOODWARD BLDG., WASHINGTON 





CLEVELAND, o. 





Wilbur LaRoe, Jr. 


Commerce Counsel! 


Southern Bullding Washington, D.C. 





EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Building, 
St. Louls, Mo. 


Special attention to matters before Inter- 
state Commerce and State Commissions and 
railroad and rate litigation and claims. 





Bureau of Commerce and Research 


TRAFFIC CONSULTANTS 
Statistical and Research Engineers 


Complete traffic manager service. Preparation and 
presentation of cases before the Interstate Commerce 
Commission and all Government Departments. 


Research work of any character. 
726 Fourteenth St., N. W. Washington, D. C. 
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Mip.West Box Company 











Look for Use 
the ST Triple Tape 
Trade Mark Corners 
—SSSSS===_ 











Corrugated 
Fibre-Board 


Products 


Solid Fibre 


Containers 


MID-WEST Products are engineered 
to QUALITY. 


We maintain a systematized inspection 
service covering machines, raw mate- 
rials and finished product to insure 
quality, and a corps of experienced 
package designers to help our custom- 
ers solve their packing problems. 


MID-WEST TRIPLE TAPE COR- 
NERS prevent peeling and splitting. 


Our DOUBLE WALL Corrugated 
Boxes are the best for EXPORT and 
long distance shipping. 








GENERAL OFFICES: 
1337 Conway Building Chicago, IIl. 


FACTORIES: 


Fairmont, W. Va. 
Cleveland, Ohio Kokomo, Ind. 


Anderson, Ind. 
Chicago, Ill. 


We operate our own boxboard and strawboard mills 


1329 





1330 THE TRAFFIC WORLD Vol, XXVIL, No. 2 “ 





? " we uecusevacsceansessonsssssengzases SOUS PS REHEDRAGREsRsececeeeCcnanRsSeenenAeneeessansas 





“Trans-Pacific Freight Service 


REGULAR SERVICE Sper.ten Uiicd States Shipping Boara. FREQUENT SAILINGS 
From SEATTLE To 
_ Yokohama, Kobe, Shanghai, Hong Kong, Manila, Singapore, 


Dairen, and *Vladivostock 
*Vessels will make direct call if offerings justify. 
SAILINGS FROM SEATTLE 


Frequent SS CITY OF SPOKANE, June 27 **SS SILVER STATE, July 9 **SS KEYSTONE STATE, July 30 


- SS EDMORE, July 20 **SS WENATCHEE, Aug. 27 
Coast wise **Combination freight and passenger (Length 535 feet; 21,000 tons displacement; speed 17% knots). 
Sailings From PORTLAND To 
BETWEEN Yokohama, Kobe, Shanghai, Hong Kong, Manila and Dairen 
Sea ttle T Direct connections at Hong Kong with Feeder service to Saigon, Singapore, Samarang, Soerabaia, and way ports. 
Victoria orl SAILINGS FROM PORTLAND 
} eo San Frat ® SS MONTAGUE, June 26 SS ABERCOS, July 22 SS PAWLET, August 30 SS COAXET, Sept. 14 
Sen _ pe Francisco, For Sailing Dates, Rates, Detailed Information Apply to 
go, Los Angeles, 142 South Clark Street, Chicago 17 State Street, New York 
and all M. J. WRIGHT, Freight Traffic Manager, Seattle 
Alaska Points. L. L. BATES, Foreign Freight Agent, Seattle 


All Cities Pacific Coast and Orient 


MVE ioe Woh a. or no) -) 4-7) Ga 


The ADMIRAL LINE 


ANYWHERE ON THE PACIFIC 
PACIFIC STEAMSHIP COMPANY 
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“Buile a as = Carefully as sii 
Locomotive That Hauls It 


Bi . 2 99 
Wy I HE proven dein and sturdy construction of ‘‘Pennsylvania’’ Tank Cars embody 
—— engineering improvements and patented features that have been 








nes se eek tim thought out as carefully as those on the modern locomotive. 

5,000 “P Ivania” : 
Tank Cars in the Penn- The New Type A-1 Center Sill, the “Pennsylvania” Center Anchorage, the 
tg ag ns AD Maximum Dome Outage, and the simplified “Pennsylvania” Uncoupling Rod 
producers, refiners and Arrangement—all these are distinctively “Pennsylvania” features found only 
marketers of Petroleum ¢ +99 

| and other Liquid Prod- on the “Pennsylvania” Tank Car. . 

ng ny ge ‘ec ° 99 
+l ag Bi Be After All, Service Counts 


from any of the district 


PENNSYLVANIA TANK LINE THE PENNSYLVANIA TANK CAR COMPANY 


SHARON, PA. 
New York St. Louis SHARON, PA. 
Houston San Francisco 
New York St. Louis Houston San Francisco 








“Pennsylvania Tank Cars are used by Leaders of Industry 
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preg a case of your product on 
this trip. Give it the jars, bumps, and 
knocks it encounters from draymen, freight 
handlers, rough riding freight cars, the shock 
of quick stopping of heavy equipment, etc. 


In five minutes a haul of 2,000 
miles is actually simulated by means of a 
large, hollow, revolving drum on the inside 
of which are scientifically constructed 
hazards to give the case the severest tests it 
would get in actual transit. 


Minutes 


This is a mew way to test your 
shipping case—a way to eliminate many 
transportation losses and damage claims. 


It is but one of the methods used 
in an investigation of the materials and con- 
struction of shipping cases which is now 
being conducted by the Container Club. 


The tests are made at the Mellon 
Institute of Industrial Research at the Uni- 
versity of Pittsburgh, where an Industrial 
Fellowship is maintained, with full labora- 
tory and testing apparatus. 


A Free Service 


Your shipping problems can be solved. We 
shall be glad to tell you what is to be done in send- 
ing sample cases of your goods to the testing labora- 
tory. Write and avail yourself of this free service. 





TRaDE MARY 


THE CONTAINER CLUB 


An Association of Corrugated and Solid Fibre 
BOX MANUFACTURERS 


608 South Dearborn Street 


Chicago, IIl. 
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